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DIESEL RAILWAY TRACTION SUPPLEMENT 
The October issue of THE Rattway Gazette Supplement, 
illustrating and describing developments in Diesel Railway 
Traction, will be ready on October 1, price 1s. : 


TO CALLERS AND TELEPHONERS 


Until further notice our office hours are: Mondays 
9.30 a.m, till 5.30 p.m. 
The office is closed on Saturdays 


to Fridays 


ANSWERS TO ENQUIRIES 


By reason of staff shortage due to enlistment, we regret that 
it is no longer possible for us to answer enquiries involving 
research, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 


ERRORS, PAPER, AND PRINTING 


Owing to shortage of staff and altered printing arrangements 
due to the war, and less time available for proof reading, we 
ask our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 
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Post-War Wages, Values, and Outlook 


ONE of the major difficulties after a war is the labour unsettlement 

which accompanies the end of high wartime wages. In this 
country and in the United States there is an understandable ten- 
dency by organised labour to attempt to maintain the high weekly 
earnings of war industry. In the two countries there is a different 
approach to the problem. The United States favours keeping down 
the cost of the product to the public, for the National Labour 
Control has adopted the attitude that wage increases which raise 
the cost of the product to the consumer shall be allowed only if 
increased effort or greater efficiency of production’ methods can 
absorb that increase. In Great Britain there seems to be a tendency 
to maintain the increased buying capacity of a section of the com- 
munity, but if this policy were adopted generally, the inevitable 
result would be a lower value of wages in terms of purchasing 
power in the home market and a decline in the value of sterling in 
international exchange. The effect would be the opposite to that 
which certain trade unionists appear to expect, for the greater cost 
of imported raw materials would add still further to the price of the 
finished product, already inflated by swollen wage costs, and 
ultimately the wage earners would be worse off than before. From 
the viewpoint of export trade, the effect would be disastrous. 

* * » * 


The Site of the R.E.C. Headquarters 


One of the British railway secrets of the war has been the location 
of the headquarters of the Railway Executive Committee, and even 
when we were permitted to describe the preparation of these 
adequately-protected deep-level headquarters in a disused London 
tube station (in our issues of November 17 and 24, 1944),*it was 
considered unadvisable to specify the location. Now, there can 
be no further object in concealment, and we have the authority 
of the Ministry of War Transport for stating that these headquarters 
were, and are, in Down Street Station, Piccadilly Line. The 
conversion and equipment work, and the ingenuity displayed in 
adapting circular subways, built of the usual iron tube segments, 
were sufficiently described in the articles mentioned, and which 
are available in booklet form, price 5s. Throughout the war, the 
offices of the R.E.C. have been open continuously during the 24 hours. 
Down Street Station was closed on May 23, 1932, at the same time 
that Hyde Park Corner Station was reconstructed, and the old 
Dover Street Station rebuilt and renamed Green Park. 

* * * * 


Post-War Travel on the C.P.R. 


Despite the pressure of its war work, in providing transport 
service and munitions for the Allies, the Canadian Pacific Railway 
took the long view as regards the maintenance and modernisation 
of its rolling stock and equipment. Besides the addition of new and 
more powerful locomotives, rolling stock has been re-conditioned 
on a considerable scale. Air-conditioning equipment is being . 
added to passenger carriages as they come in for overhaul, and 
improvements are being effected in springing and anti-noise attach- 
ments. Other improvements include separate baggage-space, 
with storage shelves for hand-baggage, at the entrances to passenger 
carriages ; check-rooms for hats and coats at the entrances to café- 
parlour cars ; and self-opening doors in corridors to facilitate move- 
ment when carrying hand-baggage. Tubular lighting is being 
provided in passenger coaches, including ladies’ dressing rooms. 
Improved detachable tables provide greater convenience for bridge- 
playing or other occupations during journeys. A number of existing 
coaches have undergone extensive redecoration. Centre ceilings in 
soft blue, a tint carried on to wainscoating, doors, and the panels 
over windows, are incorporated in some recently-completed cars ; 
the rest of their decorative scheme is in soft blue-grey. Chairs are 
upholstered in rich blue leather and loose chairs are substituted 
for those of the old-style fixed pedestal type. Photographic 
reproductions depicting some of the new interior decorations 
appear elsewhere in this issue. 

. . * * 


Railway Post Offices in South Africa 


At present 334 railway stations in the Union and South West 
Africa function also as post offices. The railway staff, in accordance 
with an arrangement between’ the South African Railways & 
Harbours Administration and ‘the Post Office, sort letters, sell 
stamps, postal and money orders, and handle private telegrams 
in addition to their normal duties. To the railway employee these 
extra responsibilities are often both irritating and irksome, and 
on more than one occasion the discontinuance of the system has 
been urged. An inquiry into the matter was recently ordered by 
Mr. F. C. Sturrock, the Minister of Transport, and a joint depart- 
mental committee was appointed to go into the matter. This 
committee has expressed the opinion that the above arrangement 
is in the national interest and should be continued. Without these 
railway station post offices sofme communities, which are not 
directly served by Union post offices, would be penalised. Normally, 
the Post Office establishes its own units when revenue reaches 





306 THE RAILWAY GAZETTE 


£250 a year, but it has also been agreed that consideration will 
be given to the question of relieving the Administration of the 
postal work at certain centres where revenue does not reach the 
above figure, but where the volume of work justifies assistance. 
The recommendations of the committee have been approved. 
Railway employees at “ postal’’ stations have been informed 
that the addition of postal work to ordinary railway duties is a 
factor which is taken into consideration in determining the grading 
of the staff at such stations. 


Overseas Railway Traffics 
There has been recently a rally in the prices of securities of 
British-owned railways in Argentina, principally in debenture 
issues, but also to a small extent in the junior stocks. Traffics of 
Argentine railways in the llth week of the financial year have 
not shown much buoyancy except in the case of the Buenos Ayres 
Great Southern, which has an increase of £31,875 following one of 
£16,938 in the previous week. The Central Argentine which records 
a decrease of £1,431 for the 11th week had an increase of £13,957 
in the 10th week. While Entre Rios takings keep up, there have 
been small declines in Argentine North Eastern receipts in the 
two weeks. On the Central Uruguay the traffic for the 11th week 
of the financial year shows an increase of £5,423, giving an aggregate 
advance of £36,435 to date. For the Leopoldina the aggregate 
increase is £183,673 notwithstanding the slight decrease of £1,698 
in the 37th week. 
No. of Weekly Inc. or 
week traffics dec. traffic dec. 


£ 
120,250 + 2,125 + 60,938 
206,813 +31,875 +251,750 
74,750 + 438 + 41,750 
Central Argentine* ... --. tlth 184,631 — 1,431 + 121,656 
Canadian Pacific ad .. 37th 1,273,800 +13,200 — 49,400 


* Pesos converted at 16 to £ 


Aggregate Inc. or 


Buenos Ayres & Pacific* — 
Buenos Ayres Great Southern* IIth 
Buenos Ayres Western* a 


The increase of £3,717 by the Nitrate Railways for the first 15 
days of September has reduced its aggregate decrease to £17. 
* * * * 


An Abandoned Spur at Farnborough, Southern Railway 

One of the many precautionary wartime works was the part 
rehabilitation of a century-old abandoned spur at Farnborough. 
The Act of July 16, 1846, authorising the construction of the 
Reading, Guildford & Reigate Railway, included powers for a 
short spur to the London & South Western Railway, which crossed 
over the new line near Farnborough. The connection, which would 
have provided for through running from Reading to Woking and 
London, was completed as a single line, making a trailing junction 
with both railways, in readiness for the opening of the first section 
of the railway, from Reading to Farnborough, on July 4, 1849, 
but was never brought into general use. It is, however, of interest 
to recall that the locomotives and rolling stock required for working 
the railway from Reading to Farnborough reached the new line 
via.the spur, since no physical connection at Reading was possible 
with the then purely broad-gauge Great Western Railway. The 
Reading, Guildford & Reigate Railway was completed on October 15, 
1849; it was amalgamated with the South Eastern Railway, by 
which it had always been worked, on July 19, 1852. For several 
years, the spur at Farnborough was used for the transference of 
special traffic, but the junction with the L.S.W.R. was eventually 
removed, and the line became a siding. To enable a double-track 
connection to be established at short notice, a certain amount of 
work was carried out as a wartime emergency measure, but the 
need for completely reinstating the line never arose. 

* * * . 


A Notable South African Railway Jubilee 


The fiftieth anniversary of the completion of the railway from 
Pretoria to Lourengo Marques, which provides the Transvaal 
with its most direct route io the sea, was commemorated in the 
Union of South Africa and Portuguese Fast Africa with appro- 
priate ceremony on July 23. The celebrations began with the 
opening of the new frontier station at Komatipoort by Mr. F. C. 
Sturrock, the South African Minister of Transport. Distinguished 
guests from Lourenco Marques included General J. A. de Betten- 
court, Governor-General oi Portuguese East Africa. After an 
official luncheon, three special trains conveyed the guests to 
Ressano Garcia, the Portuguese border station, three miles from 
Komatipoort, where a similar opening ceremony was performed 
by Lt.-Colonel Paulo de Rego, Governor of the Province of Sul 
do Save. The celebrations were continued the same evening at 
Lourengco Marques, where the Prime Minister of the Union of 
South Africa, Field-Marshal Smuts, C.H., P.C., was the guest of 
honour at a State banquet. In the course of the evening; he 
was invested with the Portuguese honour of the Grand Order 
of the Tower and the Sword by the Minister of Colonies, Dr. 
Marcolo Caetano. This is the highest Portuguese honour, and 
Field-Marshal Smuts is only the seventh recipient. 
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Iraq to Take. Over British-Built Railway 


The Government of Iraq is negotiating with the British military 
authorities for taking over the Baquba-Kut Railway and severaj 
buildings constructed by the British military authorities, ac: ording 
to a message from Baghdad. The buildings include hospitals 
canteens, and offices built for British troops. This railway was 
built as part of the share which Iraq took in providing an aid-to. 
Russia route, in conjunction with the River Tigris steamer services, 
In the first world war a metre-gauge line was built from Kut-el. 
Amara ‘to Baghdad, to assist in handling the river traffic which is 
necessarily slow by reason of the tortuous course of the river and 
innumerable sandbanks. It was removed as commercially un- 
profitable after that war, but was restored during the recent war 
by the combined Directorate in Baghdad, a mixed Indian and 
Royal Engineer organisation, which took control of the railways 
and inland waterways of Iraq soon after the 1941 troubles led by 
Rashid Ali. When this railway was restored, however, instead of 
running to Baghdad, it took a short cut to Persia by striking across 
to Baquba on the Baghdad-Khaniqin line. The Kut-Baquba 
line was opened for traffic in December, 1942. 

te + * . 


Jubilee of Long Non-Stop G.W.R. Runs 


Until the opening of the short cut to the West of England via 
Westbury, all the main-line trains of the G.W.R. necessarily passed 
through Swindon, and long non-stop runs were precluded by the 
old contract with the refreshment room lessees at that station, under 
which all G.W.R. trains were obliged to stop at Swindon for 10 min 
Eventually, in 1895, this impediment to the train service became 
so great that the G.W.R. rid itself of the incubus by purchasing 
the remainder of the lease (which would have lasted for 45 more 
years) for £100,000. Although the surrender of the lease was not 
completed until November 12, 1895, two trains in each direction 
began running through Swindon at full speed on October 1, exactly 
50 years ago, and these were the first 100-mile runs on the G.W.R 
As the jubilee of this event falls at the present time, a correspondent 
has written to us of.his thrill in being at Paddington on that eventful 
day to see the departure of the first non-stop “‘ Cornishman ”’ at 
10.15 a.m., hauled by the single-wheel locomotive Lord of the Isles 
and then the 10.45 a.m. South Wales express, hauled by the four- 


wheel coupled engine Charles Saunders, which ran non-stop between: 


London and Bath. Both expresses had first, second, and third class 
accommodation, and their departure aroused considerable interest 
The gathering of top-hatted officers and other officials of the company 
at Paddington to witness the departure of both trains was remarkable. 
To enable these non-stop runs to be made water troughs had been 
laid. In January, 1896, five other expresses exceeded the 100 miles 
non-stop, and it is from this period that the rejuvenation of the 
G.W.R. train services may be dated. 
* * 


U.S.A. Rolling Stock Orders 


An important step was taken by the War Production Board 
of the United States on July 17, by the revocation of orders 
controlling the production of new locomotives, passenger coaches, 
and wagons. The result is that manufacturers may now accept 
orders from railway cOmpanies without preliminary authorisation 
by the W.P.B., provided only that the orders thus placed are 
not allowed to take precedence over orders already certified by 
the W.P.B. and on the manufacturer’s books. Manufacturers 
may now make their own production schedules without restriction, 
but are asked to keep the Transportation Equipment Division of 
the W.P.B. fully informed as to their orders and the sequence of 
production. The decision of the War Production Board was thus 
made about a month before the actual capitulation of Japan, 
but the probable course of events was then fairly clear. Work 
was already well advanced on the 1,200 troop sleeping cars and 
400 troop kitchen cars under construction to Government order. 
but as these cannot readily be adapted to ordinary passenger uses 
it is questionable whether the order will be pressed to completion 


in view of the acute shortage of ordinary passenger stock. But: 


release of labour and materials consequent on the Japanese collapse 
should now. make it possible greatly to accelerate deliveries of 
new stock of all kinds to the railway companies, and thus to ease 
the present very serious position. 

* * * 


A Motorman’s Fatal Blunder 


Major G. R. S. Wilson’s report on the collision at Caterham, 
Southern Railway, on June 26, 1945, the essential facts from which 
are given elsewhere in this issue, shows the cause to be the fatal 
blunder made by the motorman of the up train, who left the station 
with the starting signal at danger and apparently still had current 
applied when his train met another head-on at facing points set 
to divert it across to the other platform line. The signalman had 
seen the irregular departure and was showing a red flag. Both 
motormen were killed. The man to blame was an experienced 
steam locomotive driver and motorman and thoroughly used to 
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travelling over the Purley to Caterham branch. The guard could 


not see the starting signal from where he was standing and gave 
the green flag on getting the ordinary hand signal from the man 


on the platform, who also could not see the semaphore. On the 
L.P.T.B. lines a guard is prohibited from giving the signal to start 
unless he knows that the fixed signal is off, but the main line com- 
panies are all agreed in considering the adoption of such a rule by 
them to be unadvisable. We think that false starts like this, which 
happily do not often have such serious consequences, practically 
would be prevented if motormen would discipline themselves to 
sit inside their cabs with the window up while the starting signal is 
“on,” instead of looking back at the guard as they constantly do, 
although not free to take a signal from him. : 
* x * ~ 


The Facing-Loop Question in Spain 

Hitherto the practice in Spain, when providing sidings and 
loops at double-line stations, has been to arrange them with 
trailing points in the main running lines, except on the Bilbao— 
Portugalete line, where facing connections were provided. This 
resulted in simpler installations, and may have been occasioned 
in the first case, to some extent, by the dislike of facing points 
that was general in early years in many countries. Unless the 
trafic working requires it, however, the additional locking and 
signalling called for by facing connections is not justified and 
would not be provided by most railways even now. It appears 
from an article by Senor Pedro Solé in Ferrocarriles y Tranvias 
that it has been decided to modify the station arrangements on 
the electrified section between Madrid and Villalba, which has 
automatic and semi-automatic signals with track circuit control 
—this working extends actually to El Escorial—so as to enable 
trains to take the lay-by loops direct and be shunted for faster 
overtaking movements with the minimum of delay. As Senor 
Solé points out, modern equipment and good permanent way 
construction and maintenance have reduced the risks involved 
at facing points practically to nothing, and the working will 
be no different in principle from that already met with on the 
single-line routes, where facing points at all stations are 
unavoidable. 

* ~ * * 

Madrid Cross-Connecting Lines 

The provision of an underground cross-connecting line and 
other junction lines at Madrid has been under discussion for 
many years and has given rise to a considerable controversial 
literature. The plan now proposed is understood to comprise 
a marshalling yard in the north at Fuencarral and another in 
the south at Getafe, with circular connecting route round the 
city and a direct underground north to south route, with pas- 
senger stations at Chamartin and Atocha respectively. Good 
sites for the two yards are available, although the Fuencarral 
yard, which has been sanctioned, will be the more expensive 
to construct. Press comments dwell on the need for planning 
the Getafe yard at once and emphasise that railway and other 
public works in Madrid have suffered generally from a_ lack 
of vision, no allowance being made for enlargement to meet future 
demands. It is proposed to retain the Las Matas and Cerro 
Negro yards and build another at S. Fernando. The present 
Atocha Station—terminals of the former M.Z.A. line—is incapable 
of being enlarged and the site is inconvenient for making con- 
nection with the north-south tunnel. It is proposed to move it 
about 650 yd. and re-arrange the neighbouring roadways so as 
to afford an improved traffic approach and diminish congestion. 

* * * * 


Another L.N.E.R. Locomotive Type Rebuilt 

The L.N.E.R. appears to be pursuing a fixed policy with the 
utmost rigour, in regard to the numerous three-cylinder loco- 
motives on that system, in particular those for which the late 
Sir Nigel Gresley was responsible. Yet another type of these 
engines has now been converted to the two-cylinder arrangement 
—the well-known ‘‘ K3’’ class mixed-traffic 2-6-2s which are to 
be seen almost all over the system. In this case Mr. Thompson 
did not follow the precedent set in his rebuilding of the three- 
cylinder 4-4-0 and revert to two inside cylinders; two rather 
larger outside cylinders were provided in place of the original 
three, and to compensate for the loss in tractive power, the 
boiler pressure had to be raised 45 Ib. per sq. in. This must 
have been indeed an expensive rebuild, as it necessitated a new 
boiler and new cylinders and driving axle with the complete 
rebalancing of the locomotive. However, the intention, accord- 
ing to the company’s statement, was ‘‘ to save maintenance 
costs.’’ Certainly a number of heavy moving parts have been 
eliminated; and running shed fitters no doubt will rejoice to be 
telieved of the endless maintenance jobs connected with the 
middle piston glands on this class. We remember in our running 
shed days the irksomeness of renewing the packing rings, against 
an inflexible time limit. We describe and illustrate the first 
rebuilt ‘‘ K3 "’ locomotive elsewhere in this issue. The curious 
alteration to the running plate will be noted, apparently due to 
the need for clearing the upper parts of the valve gear, which 
now provides a valve travel 1 in. longer than in the original. 
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The T.U.C. National Transport Scheme 


N our September 7 issue we dealt at some length with a national 
transport plan which had been issued by the General Council 
of the Trade Union Congress. So far as the reports of the pro- 
ceedings at Blackpool of the annual congress make known, little 
public attention was given to the national transport plan or to 
the memorandum on the financial aspects of nationalisation, 
which also made special reference to transport, and which was 
reviewed in the same issue of The Railway Gazette. The T.U.C. 
plan for a national transport system was based in large part on 
the setting up of boards, each of which would deal with some 
specific part of the inland transport system. In all, it was pro- 
posed that there should be seven boards, and that these boards 
would be responsible to a National Transport Authority which, 
in turn, would bear responsibility to the Ministry of Transport, 
and would be in the form of a public corporation. The genetal 
arrangement would be as shown hereunder : — 
Parliament 


| 
Minister of Transport 
| 
National Transport 
Authority * 
| 


| po ee i anes, l 


Railway Road Road Passenger Canaland Portsand Coastwise Inland 
Board Haulage Transport Board, Inland Docks Shipping Airways 
Board covering London Waterways Board Board Board 


Transport 


* Responsible Authority for comprehensive rates and fares, structure, finance, 
purchase of stores, insurance, training, research and development, for all Boards. 


The idea of establishing boards for the various branches of 
transport, and making these boards responsible to a central 
authority is by no means new, and plans of this sort have been 
put forward on a number of occasions by those who have favoured 
either the nationalisation or the public ownership of transport. 
The fact that seven boards would be involved, and that each of 
them would tend to be self-centred in their ideals and administra- 
tion is not particularly important, for it is fairly obvious that in 
any plan dealing with transport the various branches would have 
to be administered and operated by experts in the particular 
sphere. The amount of true co-ordination which could be effected 
through these boards via the superimposed transport authority 
may be, perhaps, less than the sponsors of these plans are willing 
to believe. It is in the functions and responsibilities of the over- 
riding authority that the greater weaknesses appear more readily. 

There is already in being a largely staffed Ministry of Trans- 
port, and the creation of a National Transport Authority 
responsible to that Ministry undoubtedly would call for the estab- 
lishment of a new department, at least as large, and probably 
even larger. Among its responsibilities would be the establish- 
ment of a comprehensive rates and fares structure which in itself 
would require a staff of experts, and which would have to under- 
take a task which, so far, has defeated numerous attempts from 
within the various sections of the industry. No indication, of 
course, is given in the T.U.C. plan as to how long it would take 
to formulate this comprehensive rates and fares structure, but 
experience would suggest that years rather than months would 
be a reasonable guess. The departments dealing with the finance 
of railways, roads, canals, ports and docks, coast-wise shipping 
and inland airways would have to be large to be comprehensive, 
and would have to be departmentalised to be effective. 

The purchase of stores, too, for the whole of the internal 
transport of this country would be an immense undertaking 
which might lend itself to many abuses. Although there may be 
something to be said for increasing standardisation of ‘stores, for 
example, for railways and for roads, there can be no doubt that 
too great a tendency in this connection would have unfavourable 
repercussions on the general engineering trade of this country, 
and indeed, might seriously disadvantage technical progress and 
initiative, which often has been stimulated by competition. From 
the viewpoint of the export trade in this country in engineering 
products, it would be a retrograde step. 

Insurance, training, research and development would also be 
part of the functions of the National Transport Authority. The 
first named, so far as it applied both to vehicles, buildings, and 
so forth, and to personnel, no doubt could be handled reasonably 
well by a unified corporation, although it is not very clear to 
whom or to what parties the advantage would accrue. Training 
presumably, in this instance, would apply to the executive per- 
sonnel rather than to the operatives, for it would be most 
unlikely, in the case of the latter, that schemes undertaken by 
the higher authority could improve on those which might be put 
in hand by the body responsible for the practical working by a 
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particular branch of the industry. Similarly, research and 
development would have to be on a fairly high level and, no 
doubt, it would be intended that they would form an extension 
to whatever work in this direction was undertaken by the 
respective boards. 

On the whole, the impression is inescapable that the National 
Transport Authority would be an unwieldy body over-burdened 
with power and responsibility to an extent which might result 
in stagnation rather than progress. Indeed, one comes back to a 
remark which Sir Sam Fay made in his presidential address to 
the Institute of Transport twenty-three years ago, when he said: 

There are people who believe the conduct of a transport 
business to be quite an easy problem. They are first cousins to 
other people who would undertake single-handed the management 
of the earth and all that therein is, who would cheerfully take on 
the running of a chemist shop or an ocean liner. That they 
would finish up by poisoning half the population and drowning the 
remainder is to them a mere matter of detail.’’ 


* * * * 


The Outlook for Home Railway Stocks 


Oo N several occasions in recent months we have drawn atten- 

tion to the likelihood of fluctuations in price of home rail- 
way stocks with the ebb and flow of optimism as to the future 
of the railway companies. So jong as the Railway Contro! 
Agreement is in force, the income derived by each of the rail- 
way companies is fixed within a very narrow margin of fluctua- 
tion, for practically all the revenue available to the companies 
is derived from the fixed annual rental payable by the Govern- 
ment. Nevertheless, despite the very high yields obtainable on 
some of the junior stock—in some cases in the region of 10 per 
cent.—the investor obviously is uneasy as to the merits of invest- 
ment in this section of the stock market The present Govern- 
ment has long advocated the nationalisation of transport, and 
although little has been said on the subject since its advent to 
power, it isa cloud which must overshadow the Stock Exchange. 
The high yields on many of the stocks are not necessarily a 
reflection of the investors’ view that the Government’s terms for 
the acquisition of the companies, if and when these are made, will 
be so out of line with the earnings of the junior stock in recent 
years. They are a reflection of the uncertainty which surrounds 
the position, than which nothing is more calculated to discourage 
investment. 

A firm of stock and share brokers recently has prepared some 
market notes on the outlook for home rails, and these have 
attracted some attention in the financial press. It points out 
that, at the present time, the rental payable by the Government 
to the railways has enabled the payment of ‘‘ not unsatisfactory 
dividends ’’ to be made. If this rental, or one not substantially 
less, were to be continued until a practical scheme is devised 
for taking over the business of the railways from the stockholders, 
the stockbrokers consider that the immediate outlook is by no 
means bad. and that the outcome of the acquisition by the 
Government could be argued to present an element of specula- 
tion with a number of factors in favour of the stockholders. 
Under the railway control agreement the present scheme is to 
continue until not less than cne year after the termination of 
the war, but it is considered more likely that it will last for 
at least two years, and, according to the market notes, ‘‘ every- 
thing now points to an even longer continuance having regard 
to the magnitude of the reconstruction programme necessary to 
restore rolling stock and the keeping up to date of the other 
assets of the big companies—schemes for which the Government 
with unemployment looming before it—no doubt will wish to be 
in a position to control.’’ 

Based on this assumption, it is argued that it is reasonably 
certain that stockholders can expect the present high dividend 
and interest yields obtainable on railway stocks for several years, 
and possibly even for as long as the duration of the present 
Parliament. The eventual outcome, and the price at which 
the various stocks of the companies may be taken over, cannot 
be foreseen, but “‘ the portents are that a fair price will be paid 
and that the present prices of home rails might well be unduly 
depressed, considering the valuation which may be put upon 
them by the Government experts.’’ The view therefore is put 
forward that the junior stocks may still show some appreciable 
rise as these are the most depressed and, although they repre- 
sent equities only, it may be that the assets of these businesses 
have risen in value during the war. 

Since the inception of the railway control scheme, the profit 
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to the Covernment has amounted to £170,000.000. By. nationaj- 
ising the railways and paying the stockholders a “‘ fair price ’ 
for their stocks by way of cash and Government securities, it has 
been estimated, according to the market notes, that capital ex. 
penditure in value would cost in interest some £30,000,000 
annually. On this basis the Government would benefit by 4 
saving of £13,000,000 each year, compared with the present 
£43,000,000 payable in rental. It is therefore argued that it 
seems extremely unlikely that it would be the Government's 
intention to seize privately-owned railway stocks without 
adequate compensation, and the general conclusion is reached 
that the present prices of home raii stock are too low. ; 

It is recognised that, failing the continuance of the rental 
agreement, or the taking over of the position by the Govern. 
ment, the outlook for the companies could not be considered 
satisfactory because of the considerable increase in costs and 
expenses, especially wages, and the rise in price of coal and diff- 
culties consequent upon its transport. Moreover, although there 
is a vast post-war need for consumer goods and a big export 
drive unquestionably will be made, a diminution of traffics would 
reduce seriously the income of the companies. It is suggested 
that the real point before the investor is the likelihood or not 
of the continuance of the dividends which underlie the high yields 
now obtainable on the junior stocks. The basis of those divi- 
dends is the rental agreement. 


* * «+ * x 


Restoration of Restaurant Cars 


oO’ October | the first step is being taken towards the restoration 

of restaurant cars on long-distance trains; this facility will 
be appreciated greatly by all regular travellers, who have often 
suffered severe discomfort during the latter stages of the war by 
reason of the absence of arrangements for obtaining even light 
refreshments on long journeys. Moreover, often it has proved 
impossible to obtain refreshments at destination by reason ¢ 
early wartime closing of restaurants, and staff shortages in hotels 
The British railways were not responsible for the withdrawal, but 
acted throughout the war under the directions of the Ministry of 
War Transport, given through the Railway Executive Committee 
The decision for complete withdrawal of restaurant car facilities 
was stated officially to have been reached as a result of the necessity 
for using the whole haulage capacity of the available locomotives 
for passenger seats, apart altogether from the inability to retain 
the services of adequate restaurant car staffs. 

It may be recalled that restaurant cars were withdrawn for a 
short period at the beginning of the war, from September 11 to 
October 16, 1939. After their restoration, the number of services 
was reduced gradually and by the end of 1941 only half the number 
of services (426) was being operated, as a result of substantial with- 
drawals from December 8, 1941, the day after Japan declared 
war on Great Britain and the U.S.A. There were further substantial 
withdrawals of refreshment and restaurant cars on May 21, 1942 
when the services were reduced to 62. Then, the policy was 
adopted of withdrawing such facilities at holiday periods. This 
was repeated for the Easter period of 1944, and the Railway 
Executive Committee then announced that restaurant cars would 
not be reinstated after the holiday period. As a result of this 
Direction of the Minister of War Transport, all remaining restaurant 
car services ceased on April 5, 1944, as one of the many drastic 
steps necessitated by the preparations for D-Day. : 

Since VE-Day, many steps have been taken to ease travelling 
conditions, including the running of many more holiday trains 
The Ministry of War Transport asked the railway companies to 
provide as many trains as the traffic required and their resources 
permitted, provided only that essential traffic was not held up 
From the beginning of June to the end of August, the number of 
additional passenger trains totalled 21,000, which covered 1,400,000 
miles. These were over and above the special trains run for the 
conveyance of troops on duty and on leave. It was considered that 
the heavy loadings of passengers trains made impracticable the 
resumption of restaurant car facilities during the holiday period 
of the past summer but, with the introduction of the winter time- 
tables on October 1, the Minister of War Transport has authorised 
the railway companies to provide restaurant cars on 42 trains in 
each direction (84 trains in all) conditional upon staff being available 
The cars are being placed on such services as Euston-Glasgow 
Euston-Perth, St. Pancras-Glasgow, Euston-Liverpool, Euston- 
Holyhead, Derby-Bristol, St. Pancras-Bradford, Glasgow-Aberdeen 
and Perth-Aviemore, on the L.M.S.R.; Kings Cross-Newcastle 
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Kings Cross-Edinburgh, and Kings Cross-Leeds, on the L.N.E.R 
and Waterloo-Exeter on the Southern Railway. The G.W.R. is 
introducing none at present, but is concentrating on train service 
improvements before restoring restaurant car facilities. | 


* * * * 


The Urge to Export 


R! ENT events have given an added impetus to those who 

dvocated a great extension of the export trade in this country. 
It is now increasingly recognised that Great Britain must pay for 
The sudden termination of the Lease- 
America’ has brought the grim reality 
Govern- 


vit imports by exports 
Le! arrangements with 
of the implications of our shrunken export trade before the 
ment, and its spokesmen are unceasing in their urging to industria- 
lists to expand overseas sales. Sir Stafford Cripps, President of the 
Board of Trade, pointed out last week that the future measure of 
our capacity to obtain the food and raw material we require would 
depend on how “ export-minded ’”’ we become. It was no longer 
a question of getting sales wherever they could be obtained in the 
easiest market. For our very national salvation it was necessary, 
not only to sell our goods, but to sell them in the best markets 
from the national point of view. On the same day, Sir John Ander- 
son, ex-Chancellor of the Exchequer, said that it was essential 
that we should increase our production .capacity to the greatest 
ible extent and bring our exports to a level never before attained 


7 


if we were to improve our industrial efficiency and increase the 


volume of our exports to the requisite extent. It would not be 
done by working more hours or working more intensively, it would 
be done by making the greatest possible use of scientific discoveries 


applied in the industrial field, and by using to the best possible 
advantage the skill and aptitude of our people. 
Last weekend it was announced that export licences no longer 


would be required for a very large number of items. Machinery 
has been removed very largely from the categories of goC ds requiring 
licences and so have ball bearings. The list of metal manufactures 


for which licences have to be obtained has been greatly reduced, 


and manufactures of some non-ferrous metals, including copper 
and zinc, have been deleted, and all vehicles and vehicle parts have 
been removed except vans and lorries and chassis and diesel engines 
forthem. Electric goods have been reduced to two items, namely 
lead-acid accumulators and cooking and heating appliances. The 
Order, which is called ‘“‘ Fhe Export of Goods (Control) No. 7 Order, 
1945. (S.R. & O. 1945 No. 1146),’’ is obtainable from the Stationery 
Office, price 4d 

It is now sufficiently clear that the stage is set for a concerted 
effort on the part.of British traders for the re-opening and extension 
of export markets. There is no reason to doubt that the industrial- 
ists of this country are ready and anxious to put into practice the 
exhortations of Sir Stafford Cripps and other Government spokesmen, 
for they are even more well aware of the need to find outlets overseas 
for the greatly increased productive capacity of the nation, which 
has resulted from war-time expansion of factories and plant, but 
re is a limit to the benefits of mere export-mindedness. Far 


more practical measures are required before the desire to export 
can be translated into effective sales overseas. No great good can 
be achieved by Government exhortations to develop export markets 
unless they are backed by practical steps to provide labour and raw 
material. Industrialists who are seeking the return of key-men, 
and whose efforts to plan ahead are frustrated by inability to ascer- 
tain either when these men will be available or when raw materials 
will be forthcoming, are not in a position to press forward into 
export markets. Present uncertainties, not only on these points 
but also in relation to taxation policy, are the greatest practical 
stumbling blocks, which are not to be overcome by exhortations 
The change-over from war to peace in this country, is taking 

comparatively slowly as compared with at least one other of 
he great Allied nations. The United States was never so deeply in- 
volved in the war as Great Britain, and was able to keep some part 
of its industrial machine attuned to civilian needs, so that the 
change which came to be made at the ending of hostilities was 
easier. Moreover, throughout the war and practically to the 
present time, any tendency to keep an eye on potential post-war 
export markets was regarded with the greatest disfavour by the 
British Government. As a result the industrialists of Great Britain 
have a good deal of leeway to make up. 

Now that the need has been clearly recognised for a great and 
progressive expansion of British export trade, the Government must 
implement its policy by practical co-operation with industry. 
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Moreover, its export policy must be clearly defined. All too often 
in the past it has been subject to fluctuations of which thg logic 
or necessity has been difficult to see. The first step towards securing 
a successful entry into overseas markets is the provision of labour 
and raw materials to those industries which can use them to greatest 
advantage. In this respect the engineering industries must rank 
high, for the value of finished engineering products is comparatively 
great in comparison with the cost of the raw materials involved. 
The railway engineering supply industries, which cover a wide 
field, in practically all cases have markets awaiting them and 
anxious to secure their products. The sooner they can lay plans 
that should assure them full production over a period of years, the 
greater will be their contribution to the national revival. 


+ * * = 


Western Australian Government Railways 


THE financial statement issued in advance of the report of the 

Western Australian Government Railways for the year ended 
June 30, 1945, shows results largely caused by changes in the 
character of the traffic conveyed in comparison with the previous 
year. Movements of military personnel were fewer, and the 
volume of military goods traffic was reduced. Both in gross 
earnings, in the percentage of net revenue to capital, and in the 
amount of deficit after meeting all charges, the financial year 1942-43 
made the best showing since 1938-39. - In the year now under review 
the final result was a deficit of £538,509, compared with £452,234 
in 1943-44, and only £61,421 in 1942-43. The main factor con- 
tributing to the increase in the loss was the decrease, compared 
with 1943-44, of £110,273 in gross earnings, although this was 
counterbalanced to some extent by a saving of £31,639 in working 
Excess of earnings over working expenses represents 


expenses 
against 2-21 per cent. for the 


a return on capital of 1-91 per cent., 
previous year. Total capital expended on the system at June 30, 
1945, was £26,808,182, an increase of £72,013 for the year. 

For the first time since 1939, coaching earnings showed a decrease, 
and there was a fall in the number of passenger journeys. Reduction 
in the number of defence personnel moved by rail was a big factor 
influencing the figures. Goods and livestock earnings also showed 
a decrease. Local coal, coke, shale and charcoal tonnage increased 
by 21,000 tons, due largely to increased consumption at the East 
Perth power station. Drought conditions throughout ‘Australia 
necessitated the transport of additional quantities of hay, straw 
and chaff to feed starving stock. Wheat tonnage increased by 
263,000 tons and revenue by £100,000 ; there was a large quantity 
of short haul traffic from depots to ports for shipment. Fertiliser 
traffic increased by 73,000 tons, and there was a greater haulage of 
pyrites for manufacture of fertilisers. In the medium and higher 
rated classes—under the alphabetical and numerical headings- 
there was little variation in the tonnages carried, but in “ all other 
goods,’ which includes*traffic on behalf of the defence services, 
there was a reduction of approximately 100,000 tons and £230,000. 
Tonnage of livestock” was about 10,000 lower. Ton-mile earnings 
of paying goods and livestock were 1-90d., against 2-10d. Some 
operating results are compared in the accompanying table :— 


1943-44 1944-45 
Miles open 4,381 4,381 
Train-miles 6,132,056 6,262,697 
Passenger journeys . los 18,773,221 18,099,395 
Paying goods and livestock, tons ... 2,560, 137 2,904,431 
Ton-miles (paying goods and livestock) . 306,587,501 334,797,395 
Average haul, miles ba ons 119-75 115-27 
Operating ratio, per cent. — ¥ tas 
Coaching receipts ... 1,425,789 1,374,914 
Goods and livestock receipts 2,788,609 2,759,288 
Total earnings os 4,386,523 4,276,250 
Working expenses 3,795,929 3,764,290 
Operating surplus a a , pa 
! h A 5 
~ tayo — 452,234 538,509 


Net loss ‘ ; te 

The seeming means of increased train-mileage and ton-mileage 
for reduced earnings is due to increased tonnages of goods in the 
lower-freighted categories, such as wheat and primary produce, 
fertilisers and miscellaneous, with a reduction in the volume of 
military traffic which earns a higher ton-mile rate. 

For the first time for many years there was a reduction in working 
expenses, although it was not practicable to effect a saving in like 
ratio to the drop in earnings. There is no indication in the financial 
statement as to the items in which there was a reduction. The 
average staff employed during the year on working expenses was 
7,575, compared with 7,545 in the previous year, and the total 
average staff numbered 8,362, against 8,499. At the close of the 
year 1,331 members of the staff were enlisted in the Fighting Forces. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Alternative for ** Enthusiast ” 
13, Links Avenue, Gidea Park, 
Essex. September 15 


fo THE EpiItor oF .THE RaILway GAZETTE 
SirR,—As a rejoinder to the recent correspondence which has 
appeared relative to a suitable name for railway enthusiasts, may 
[ please suggest the pertinent term ‘‘ Railacs.’’ Many years 
back it was a common practice to describe those people who 


{ 
t 

found pleasure in procuring The Railway Magazine, railway time 

tables, locomotive publications, and such like as ‘‘ Railwayacs.’ 


Invariably they possessed—-and treasured—their Bradshaws, both 
current and past 
‘“ Railacs ’’ is simply a convenient abbreviation of the older 


expression. 
Yours faithfully, 
W. R. JENKINSON 


Wagons—Ancient or Modern 


93, Woodbridge Road, 
Ipswich. September 10 


To THE EDITOR OF THE RatLway GAZETTE 
Str,—The striking advertisement ‘‘ Coupling up Centuries ’ 
makes plain a fact that the three link chain still remains the 
method for attaching the ordinary wagon (side-butfer type), 


whilst other refinements have by-passed the simple, and surely 
obsolete links calling for a manual effort, and action, often with 
a degree of risk and failure to effect a connection always at first 
attempt 

In view of the 
tune to question 


cessation of war 
in your columns, 


demands, I think it oppor 
why an improvement cannot 


A DOUBLE EYE 

B COUPLER ARM-LOADED(SPRING NOT SHOWN) 
C PIVOT PIN OR BOLT 

D PAWL OR STOP-LOADED (SPRING NOT SHOWN) 
£ SPINDLE FOR PAWL OR STOP 

F HANDLES WITH HOOKS OR CATCHES 

G DEFLECTOR 





and 


be made, further to submit an idea. This locality affords 
abundant opportunities for observation combined with a long 
concentration on the possibilities, and some practical experience. 


Often the need has been stressed for an advance, and always 
the mind is directed to an automatic device which is plain and 
rugged, that will meet the ‘‘ conditions,’’ and these constitute 


the problem, for such it is, namely—loose-coupled vehicles, varia 
tion of curvature of track, inclusion of coaching 

in a goods train, and an inevitable transition period! It is 
improbable 


that construction of frames can be adapted to meet 


levels, stock 


the stresses of any type of buffer-coupler, so any approach to 
the problem must accept these conditions without compromise 


lo that end an idea is presented in the illustration, which in 
a large measure explains its details, when opposed to a similar 
member of opposite hand and the provision made by chain for 
the opposing of the new to the present draw-hook 

Limitation of space compels only an outline of the functioning, 


but first is the provision for an ‘‘ automatic coupling positive 
ind simple, with the following points; coupler arms of sufficient 
length when heads ire engaged to allow the existing gap 
between buffer heads (train extended), the same heads being 
free agents (vertically) with a depth that will accommodate 
some variation of levels as between wagons. 

rhe illustration portrays the coupler -arm held open—against 
its spring loading—in the uncoupled, or transitional position, 


having been deflected thus at the last buffing up and retained 
by pawl or stop, when the handles attached to the cross shafts 
are pulled down to the horizontal position and held by under- 
lapping eacn other—the only manual effort reguired. It will 
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follow that on the next impact by a similar fitted wagon the 


loaded pawls or stop will be freed, the coupler arms wil! come 
together, overlapping each other, and as wagons extend th 
heads wijl engage, effecting a much advocated and sought after 


‘automatic ’’ attachment. 

It is acknowledged that any alteration of present methous has 
to conform with stringent regulations, and _ specificatior 
the material used and form of spring loading is a matter for 
those qualified to determine. 

Perusal of these lines will reveal a diligent conception of the 
subject and an ‘‘ idea’’ made public for consideration. 

Yours truly, 
GEORGE W. HUSSEY 


L.M.S.R. Coach at Hamburg 


64, Martyrs’ Field Road, 
Canterbury. September 8 
To THE EDITOR OF THE RAILWAY GAZETTE 

S1rR,—With reference to the paragraph on page 239 of The Railway 
Gazette for September 7, headed ‘“‘ L.M.S.R. Housing in Hamburg,” 
I think I can explain how the vehicle in question came into enemy 
hands. 

In 1939 a number of ambulance trains was made in this country 
for use both at home and with the then B.E.F. in France. These 
were fitted out in several different workshops, but all the rolling 
stock was provided by the L.M.S.R., and certain types of coach 
were standard for both:home and overseas trains. When France 
fell in 1940, those ambulance trains which had gone over a few 
months before had to be left behind, and it is my opinion that the 
Hamburg family is living in a former ward coach of one of these 
trains. 

These ward coaches were made up from L.M.S.R. centre-corridor 
coaches, type QFS56. They carried 36 beds for patients, and, to 
enable stretchers to be brought inside, the end doors of the coaches 
were filled in, and double-centre doors provided on each side. 
Further, each ward coach was 57 ft. long by 9 ft. 3 in., and weighed 
27 tons, and I seem to remember that several had their frames 
stamped “ Mossend Steel.’’ I was attached to a home ambulance 
train for two years from 1939. 

The above will explain how a L.M.S.R. coach became the 
‘property ’”’ of the Reichsbahn, but how it degenerated from an 
ambulance train car to a residence is another story. 

Yours faithfully, 
ARTHUR G. 

[In our September 14 issue (page 264), we published a paragraph 
on information supplied by Sir William V. Wood, President of 
the L.M.S.R., which identified the above coach as an L.M.S.R. 
third class vestibule No. 8422, converted into an ambulance coach 
with centre doors for ease in loading stretchers. This coach was 
lost in France or Belgium in 1940.—Ed. R.G.] 


WELLS 


Railway Wages 


London, N.W. September 16 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—It is evident from his letter of September 1, printed in 
your September 14 issue, that Mr. Eric E. Savage does not under- 
stand the points at issue in regard to railway wages. Before the 
war railwaymen had wages which could not be described as “ far 
below those generally prevailing in industry.”” The wages were 
as high as the railways could afford to pay. Between the years 
1939 and 1944 the men received a series of war advances which 
more than offset any increase in the cost of living. Nobody grudged 
the staff these advances, if the granting of the extra pay was treated 
as a war measure. The August settlements are on an entirely 
different footing. They in effect make these wartime advances 
permanent and proceed to set up a new level of wages which the 
railways will be unable to bear in normal times. And the men are 
to do less work for the higher wages, as holidays are to be extended 
and a claim for a 40-hours week, with pay as for 48 hours, is pending! 

The Government was wrong in yielding to pressure from the 
railway trade unions at a time when the nation is-being entreated to 
save and not to spend. The full effects of this ill-advised action 
will be felt as soon as abnormal wartime traffics cease. If our rail- 
ways are to continue on their present scale, the Government will 
then have either to double rates and fares or subsidise the railways 
out of taxation. Not a cheerful prospect for the public—nor in 
the long run for the railwaymen, of whom many may find their 
occupation gone in a few years time. 

Mr. Savage is all at sea in his reference to stockholders. They 
drew less in dividends after 1923 when the railways became less 
prosperous. For 10 years before the war many millions of stock 
did not receive any return and the owners have not benefited during 
the past six years from the increased use of the railways which their 
money helped to build. In the war period, Labour has been the 
profiteer and not Capital. 

Yours faithfully, 
“VIGILANT 
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** Consecutive-Number”’ Stations 


Berne, 
Switzerland. September 3 
To THE EpITor oF THE RaILway GAZETTE 
~ With reference to the various letters dealing with ‘‘ con- 
secutive-number ”’ stations, there are in Continental Europe a 
n r of stations with names designating numerals as such or 
with names part of which, usually the prefix, is a number. Some 
years ago, 1 made a study of railway station names in different 
countries, and compiled a by no means complete list of 150 railway 
names of 14 countries in Europe which come within this 
ry In general, more ‘‘ consecutive-number ”’ station names 








are to be found in countries with Slav languages. Below is a list 
of a few examples and the English translation : 
FRANCE 


(Three Wells), on the Reims-Epernay line. 
(Four Arms), on the Maubeuge-Cousolre line. 
(Fifth of March), on the Tours-Saumur line. 


3 Trois-Puits 

4 Quatre-Bras 
5 Cinq-Mars 
; : 


Sept-Ponts (Seven Bridges), on the Brive-Montauban line. 
SWITZERLAND 
2 Zweibriicken (Two Bridges), on the St. Gall-Appenzell line. 
3 Troistorrents (Three Brooks), on the Aigle-Champéry line. 
SWEDEN 


(Two Fields), on the Goteborg-Malmo line. 
(Twenty Lakes), on the Gdteborg-Emmaboda line. 


2 Tvaaker 
20 Tjugosjo 
JUGOSLAVIA 
3 Trojstvo 
PORTUGAL 
2 Duas lgrejas 


(Three Units), on the Klostar-Bjelovar line (east of Zagreb) 


(Two Churches), on the Duas Igrejas-Miranda to Pocinho 
line (Northeastern Portugal). 


3 Trois-Vierges (Three Virgins), on the Trois-Ponts-Luxembourg line. 

7 Sete Rios (Seven Rivers), on the Lisbon-Azambuja line. 

9 Neufvilles (Nine Towns), near Mons, on the main line for Brussels. 
HUNGARY 

2 Kethalom (Two Hills), on the Nagyvarad-Gyoma line (Northeast). 

100 Szaszfalu (Hundred Villages), on the Debrecen-Kiralyhaza line. 

AUSTRIA 

| Einéd (One Waste), on the Kapfenberg-Au-Seewiesen line. 

3 Dreistatten (Three Places), on the Leobersdorf-Gutenstein line. 

5 Finfhaus (Five Houses), on the Salzburg-St. Leonhard line. 

7 Siebenbrunn (Seven Fountains), on the Vienna-Marchegg line. 

9 Neunkirchen (Nine Churches), on the Vienna-Graz line. 
POLAND 

3 Dreidorf (Three Villages), on the Tczew-Chojnice line (in the 


territory formerly known as the Polish Corridor). 


5 Finfteichen (Fifth Oak), on the Vroclav-Opole line (Breslau-Oppeln 


line). 
6 Sechsseelen (Six Souls), on the Mereese-Zandersfelde line (in the former 
Corridor). 
7 Siebeneichen (Seven Oaks), on the Hirschberg-Sagan line Vroclav 
(Breslau). 
GREECE 
3 Tripotamos (Three Rivers), on the Florina-Kremenitsa line. 
ITALY 


(Two Roads), on the Novi Ligure-Ovada line. 

(Three Crosses), on the Rome-Viterbo line. 

(Four Castles), on the Reggio Emilia-Ciano d’Enzaline. 

(Five Foliages), on the Gioia Tauro-Cinquefrondi. line 
(Taranto province). 

(Seven Dogs), on the Modena-Vignola line. 

(Twenty Miles), frontier station on the Marseilles-Genoa 


2 Due Vie 

3. Tre Croci 

4 Quattro Castella 
5 Cinquefrondi 


7 Settecani 
20 Ventimiglia 


line 
100 Centocelle (Hundred Cells), on the Rome-Fiuggi line. 


Yours faithfully, 
E. A. BELL 


Railway Questions and Answers 


70, Rowland’s Avenue, Hatch End, 
Middlesex. September 24 
To THE Epitor oF THE RAILWAY GAZETTE 
Sir,—It is surprising that you can allow to pass so inaccurate a 
statement as that which you quote on p. 288 of your September 21 
issue, under the above heading. So far from the L.N.E.R. 
Coronation ’’ streamline express setting up a world record with 
its run at 71-9 m.p.h. from London to York, a table of the world’s 
fastest railway runs, published on p. 174 of your February 3, 1939, 





issue, showed that this run took the 52nd place. In both Germany 
and the United States there were start-to-stop runs at over 80 m.p.h. 
with diesel-electric propulsion, and among steam-hauled trains 


there were four in the United States timed at between 72-8 and 
73-9 m.p.h., so that the ‘‘ Coronation ”’ took the 5th place even with 
These figures related to 1938, the year after the ‘‘ Corona- 
ion’ was introduced. Since then there have been further advances, 
and during the war the Chicago, Burlington & Quincy Railroad has 
Maintained a diesel run, with one of its ‘‘ Twin Cities Zephyrs,”’ at 
84 m.p.h. from start-to-stop, while the fastest steam-hauled run, on 
the Pennsylvania Railroad, has risen to 76-1 m.p.h., as shown 
in a table on p. 47 of the May issue of your Diesel Railway Traction 
Supplement. The ‘‘ Coronation’’ was the fastest train in the 
British Empire, but was a long way from being the fastest train 
in the world. 

The statement that you quote also stresses, as an example of 
British railway enterprise, that cinema coaches and hairdressing 
iven ’’ to the public, but modestly refrains to add 


steam 


saloons were ‘ 
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how very soon after their presentation these gifts were withdrawn. 
By comparison, the hairdressing saloon was standard on many of 
the best-known American express trains a long time before its trial 
in this country, and still so remains. 
Yours faithfully, 
CECIL J. ALLEN 

The statement referred to by our correspondent, on p. 288 of 
our September 21 issue, as clearly indicated, was a quotation from a 
pamphlet ‘“‘ Railway Questions and Answers,” issued by the British 
Main-Line Railway Companies.—Ed., R.G.| 


Modern Coach Design 


London, E.C. September 24 
To THE EpiIToR oF THE RAILWAY GAZETTE 
S1r,—I entirely disagree with the assertion by ‘‘ East Anglian ”’ in 
his letter in your issue of September 21 that it is disappointing to 
passengers, who are also students of transport economics, to find 
that the railways are unable to agree upon common standards. 
His further assertion, that ‘‘ Their failure to do so at this stage of 
uncertainty gives an opening to people who see advantage in 
uniformity under State ownership,’ surely shows that “ East 
Anglian ”’ must be a pro-nationaliser. Hence his annoyance. 

Surely, if the standards and practice of the four main-line rail- 
ways were made uniform the question would soon be asked : Why 
have four railway companies all exactly alike? As matters now 
stand, there is still the possibility of one railway doing things 

better than the other three—e.g., just now the Southern Railway. 

Yours faithfully, 
P, R. E. GROUPER 


** No-Smoking ” Compartments 


17, Carisbrooke Avenue, Bexley, 
Kent, September 19 
To THE FpItoR oF THE RAu.way GAZETTE 

Sir,—Some weeks ago your correspondent ‘‘ Nonfumifer ’ 
wrote with just grievance about people smoking in the ‘‘.No 
Smoking ’’ coaches of London Transport, and more recently in 
your editorial] columns you have yourself touched on the same 
subject. The L.N*E.R. has now asked for suggestions from the 
travelling public to improve the amenities of travel. 

Before worrying about any new innovations can we not now 
have some drastic enforcement by the railways of their bye-law 
concerning smoking in compartments where it is prohibited? 
During the last six years there has been a strong tendency to do 
as you please in any compartment with the muttered excuse 
‘there’s war on’’ (the excuse never was valid anyway), but 
now the war is over it is high time the rights of the non-smokers 
were safeguarded. There has been far too often a tendency 
among certain Service travellers to assume that “‘ fighting for 
freedom ’’ includes the freedom to smoke in non-smoking com- 
partments. (No doubt I shall receive a storm of abuse for this 
assertion, but it is my experience that Service men are the most 
truculent offenders.) 

Inamain-line train the average is one non-smoking compartment 
per coach (1 in § compartments usually), but allowing for the 
iarge number of centre-corridor coaches in which no non-smoking 
portion is provided the percentage in most trains falls to about 
1 in 10. The non-smoker therefore has very little choice, but 
even that little is usually violated by the smokers. I often 
wonder what would be the reaction of the occupants of a smoking 
compartment if a non-smoker got in and asked them to stop 
smoking ! 

As a railwayman myself (though I have been ‘‘ O.H.M.S.”’ 
for nearly four years) I think it is now time for the non-smoker 
to get a fair deal. The privilege of the non-smoking compart- 
ment is one of the amenities the railway companies should put 
into force with the new winter timetables, by issuing suitable 
instructions on the matter to all station staffs. 

Yours faithfully, 
K. J. LEE 


GLOUCESTER RAILWAY CARRIAGE & WaGon Co. Ltp.—In our 
issue of September 7, page 9, an advertisement of the Gloucester 
Railway Carriage & Wagon Co. Ltd. gave some examples of 
coaches built by that company for various overseas railways. By 
a printer’s error, two of the blocks were transposed, with the 
result that two of the vehicles were mis-described. The descrip- 
tion: ‘‘ Bogie first class sleeping car for the Nigerian Railways 
(3 ft. 6 in. gauge) ’’ appeared opposite an illustration of a light- 
weight all-steel motor coach, a portion of the multiple unit electric 
trains built for the South Indian Railway (metre gauge). Fortun- 
ately, the vehicles illustrated were too distinctive in their charac- 
teristics for the transposition to have misled technical railway 
readers, but nevertheless we much regret the error by our printers 
and any inconvenience which may thus have been caused to the 
Gloucester Railway Carriage & Wagon Co. Ltd. 



























































































The Scrap Heap 


On September 9 the L.N.E.R. at Sheffield 
completed the delivery to Sheffield whole- 
571 tons of oranges which had 
come from South Africa Che consignment 
arrived in Sheffield from Liverpool on 
September 1, in 16,004 cases loaded in 71 
railway wagons. 


salers of 


* * * 


LADIES CARRIAGES 

The Grand Junction has very judiciously 
determined that after the 15th of this month 
a compartment of a first class carriage will 
be reserved for ladies travelling alone 
feel confident other companies will not be 
tardy in following so good an example. 
Railway Chronicle (September, 1845) from 
the ‘‘ Glasgow Herald.”’ 


* x * 


100 YEARS AGO 


From THE Raitway TimMEs, Sept. 27, 1845 


ONDON AND WINDSOR RAILWAY— 

Through Knightsbridge, Kensington, Hammersmith, 
Turnham-green, Brentford, Hounslow, Brdfo.t, Staines, 
and Old Windsor, to’ Windsor, with an alternative line 
from Staines to pass by Datchet to Windsor. Capita 
£500,000. Provisionally registered, pursuant to 7thand sth 
Vic. cap. 110. 

COMMITTEE OF MANAGEMENT. 
Maj r Charles L. Boileau, Castelnau, Barnes, Chairman. 
Charles G odwin, Esq. Battersea 
Sir John Hare, F.S.A. Langham-place. 
Thos. R. Kemp, Esq. Abchurch-lane. 
William Ku er, Esq. Camberwell. 
S. H. Powell, Esq. Brixton 
Captwin M. H. Sweny, R.N. Brompton. 
Captain F. Bayly, War.iroper, H.C.S. Brompton. 
Walter White, Esq. Fitzroy-squa e. 
With limited power to add to their number 
Enoinezgrs -Sir John Macneill, and James Thomsons 
[sq 

Soricitorn—George Smith, Esq. 24, Golden-square. 

This lire of railway has met with general appr«batian, 
and itsimportance cannvt be questioned, trave 
will a locality totally excluded from the bene 
communication, though it may be said or ontinuous tow 
for a d stance of ten m:le*, and 2 y ponulated neigh 
bourhood, the property around which is open, flat, and of 
a highly favourable character for the construc.ion of a line 
of railway. 

In i to the advantaze of a direct commnnic 
between the two royal residences at Londor 
avoiding the delay inconvenience of three different con- 
veyances, and reducing the time requisite for the entire 
affo dto Barnes, 

l id Egham 


nd a wea'thy pop lation, 












































vith elegant vil as y poy 
an easy access to London, and: form the main trunk fora 


all aboun 





direct communication to Exeter and the whole of the so 
west of England. It wiil also afford a fa-ility to 








Hungerfcrd-bridge on the south side of the river by th 
Richmond Railway, by means of a branch from Hounslow 
to Richmond 


’ 


The Committee have much pleasi ine that the 
surveys aremade the deposits have en duly paid, the Pur- 
liamentary contract s gned and comp eted 

By order, 








E. W. H. BELL, Secretary, 


Of 





>, 30, Regent-street 


We 
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RAILWAY QUESTIONS AND ANSWERS 


Statement: Since the railways have virtually 
a monopoly it is desirable in the public interest 
that they should be controlled by the State. 

Answer: The railways are more heavily regu- 
lated by the State, ij.e., by Act of Parliament, than 
any other industry. As is explained in Paragraph 
39 the railways had for many years before the 
war to meet bitter competition from road trans- 
port and, toaless degree, from coastwise shipping. 
Their competition with road transport was 
largely handicapped by the out-of-date restric- 
tions by which they were bound—restrictions 
expressly designed to safeguard industry and the 
public in the last century when the railways had 
a virtual monopoly. They are still fettered by 
these anti-monopoly regulations, yet this state- 
ment rests on the view that they still have a 
monopoly !—From ‘‘ Answers to Questions and 











Statements,’’ issued by the British Main-Line Rail- 

way Companies, 22, Palace Chambers, London, 

S.W.1 

* . * 

Sir,—Through spending some of the 
best years of my life in train journeying, 
enlightening and enlivening experiences 
have been inevitable, and in the latter 
category I place the following, which may 


suit The Scrap Heap.’ Recently I left 
St. Pancras on the 10 a.m. and among my 
co-crushees was a human fount of railway 
data. Some of his disclosures were startling 

though nonetheless interesting—instanced 
by the statement that by the connivance 
of a shipping company, the unsurpassed 
British railway speed record was created 


by the City of Truvo. We digested this in 
silence for a few miles, when a youth 
(Repton, IL believe) played ducks and 
drakes with the confidence of the ‘‘ Fount 

my citing the Mallard However, little 


progress was made because with all argu- 
ments where enthusiasm is closely related 
to a particular loyalty, reason is really 
unwanted. Subsequently we were advised 


that Deeley’s compounds were Johnson's, 
or Johnson’s compounds were Deeley’s 

I am not sure which—but arising out of 
this item, our Fount’’ came near to 
apoplexy, when a semi-somnolent wight 


stirred in his half corner, and volunteered 
the information that as a patriotic gesture, 
he bought one of Deeley’s suits after the 
last war. I refrained from asking if it was 
designed at Derby, .out of consideration for 
Mr. Mallaby Johnson's memory Nowa- 
days, whenever I arrive on time behind a 
compound, the revelations of the “‘ Fount ”’ 
come to mind, and metaphorically I raise 
my hat to the unsorted genius of Messrs. 
Deeley & Johnson.—W. H.G 
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** It seems we're about to enter a decadent 
age—the railways are planning to give us all 
seats” 


—By ** Neb” in ** The Daily Mail.’’ 
* * * 


PUTTING THE SUN IN THE SOUTHERN 

Mr. Grasemann is to lecture thereon on 
October 11 to the Southern Railway Lecture 
& Debating Society. He must have had 
a difficult time during August and Sep- 
tember 

“ * Oo” 
Wuy Nort CaLt Aa SPADE A SPADI 
“ Building a maid of all work’”’ is the 


heading to an admirable illustration on the 
front cover of the current issue of Carry On 


Railwaymen of a past era would have 
called it ‘‘ Building a mixed traffic engine 
* ” * 
Atom EXPRESS 
\merican experts are to begin experi- 


ments in the use of atomic power on rail- 
ways, according to New York radio (quoted 
by Reuter) They calculate that one tea- 
cupful of mercury could run a locomotive 
pulling 123 cars for 45 round trips between 
New York and San Francisco, a total dis- 
tance of more than 310,000 miles. 
* * * 
LATEST VARIETY IN STRIKES 

After the Sunday strikes by railway 
workers and the ‘‘ go-slow ”’ strikes by the 
dockers, some L.P.T.B. busmen have 
exercised their ingenuity in discovering a 
new variety—the ‘ go-fast’’ strike. On 
Sunday last some bus passengers had non- 
stop express rides for eight to ten miles, 
when Number 72 buses refused to 
stop to set down or pick up passengers, 
between Shepherd’s Bush and East Acton 

This raises a new problem. Is a passen- 
ger liable to pay excess fare if he is carri 
beyond the point to which he wishes 
travel 


some 


to 


* + * 


TAILPIECE 


Restaurant cars ave being restored o1 


One joy of travel we regain 

That throve before the war 

The restaurant that served the train 
On travels swift and far. 

\nd may we sample nevermore 

\ sandwich in the corridor, 

But use at leisure as before 

\ proper dining-car. 

This pleasure of an older day 

Will prosper as before, 

And when the times permit, O may 
Its menus be pre-war 

The soup, the fish, the joint and veg., 
The tart and cream, the Stilton wedge, 
A bumper and a toast to pledge, 


‘* Here’s to the dining-car ! ”’ 2. ¢. 
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OVERSEAS RAILWAY AFFAIRS 


(From our correspondents) 


WESTERN AUSTRALIA 


Serious Flood Damage 

\fter one of the driest summers experi- 
enced in Western Australia, during the latter 
part of which the Government Railways were 
hauling over two million gallons of water 
weekly for distances exceeding 100 miles, 
the bulk of which was required for loco- 
motive purposes, the month of June, 1945, 
saw prolonged and intense rainstorms 
exceeded all previously-recorded 


which 
fal 

In common with roads, buildings and all 
manner of private and public property, 
railway lines suffered considerably through 
flood waters. Embankments were washed 
away in many places, culverts scoured out, 
and bridge abutments undermined; and 
in extreme cases the track was slewed 


the resources of the railways—now, for- 
tunately, being augmented—would con- 
tinue for some time to come, as India must. 
still function as a base. When the military 
load eased, there would be the civil demand 

to be met more completely than had been 
possible during the war, but with the same 
efficiency. 

The Government and railwaymen, he 
continued, owed a debt to the public for 
having, with relatively so little general 
complaint, endured difficulties, discomforts, 
inconveniences and restrictions consequent 
on the demand for transport in support of 
the war effort generally. To maintain and 
improve the efficiency of railway operation 
and, as soon as conditions permitted, to 
restore in steadily-increasing measure the 
services and conveniences which were the 
public’s due, they would have to labour 
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crease of £494,070 over the earnings of the 
corresponding month last year. Expendi- 
ture was £654,471 greater than in May, 
1944, mainly because of increased operating 
costs and additional cost-of-living allow- 
ances. 

Compared with the estimates, the total 
revenue reflects a decrease of £312,051, 
and expenditure was {£85,647 more than 
anticipated. Revenue from all sources for 
the two months April and May, 1945, 
increased by £1,163,833 as compared with 
the corresponding months of 1944. Expen- 
diture during this period increased by 
£1,424,901, principally because of higher 
cost-of-living payments, improved rates of 
pay to the staff, and the increased cost of 
stores and materials 


CANADA 


C.N.R. War Achievements 
Mr. R. C. Vaughan, Chairman & President 
of the Canadian National Railways, in the 





Line twisted in corkscrew fashion (left) and a section of track completely turned over (right) by the force of 
water during washaways as a result of serious floods in Western Australia (see accompanying paragraph) 


from its alignment with sections of rails and 
sleepers twisted into the semblance of a 
corkscrew or left suspended (see accompany- 
ing illustrations). 

\fter the floods, railway main-line traffic 
was interrupted to a surprisingly limited 
extent, due to the rapidity of repair work. 
In many instances repairs were effected 
after much labour, only to be destroyed 
shortly afterwards by flood waters from 
remote areas. Trains were “piloted” 
over danger zones, and traffic controllers 
worked in close contact with engineers 
and train crews carefully checking the 
progress of floods, repairs and train move- 
ments. 

Thousands of passengers were conveyed 
by rail without casualty during the trying 
period, and, due to the vigilance exercised 
by all concerned, no accidents to trains 
occurred as a result of the floods and 


INDIA 


Sir Arthur Griffin’s Message to 
Railwaymen 

\ tribute to the travelling public for the 
patience and forbearance with which it 
has endured the discomforts of wartime 
railway travel has been paid by Sir Arthur 
Griffin, Chief Commissioner of Railways, 
who at present is officiating as War Trans- 
port Member of the Viceroy’s Executive 
Council, in the course of a message to 
Indian railwaymen on the end of the war. 
Sir Arthur said that the railwaymen’s 
burden had been heavy and continuous, 
but that the railways had not failed in their 
great task. The end of that burden, 
however, was not yet. The demands on 


washouts. 


hard. Although, therefore, all railwaymen 
‘justifiably could look back with satisfaction 
and pride on the part they had played, 
they would, he f 
future with a firm resolve to afford still 
better service in the days to come. 


SOUTH AFRICA 


Sea and Air Priorities 

On August 7, 1945, a new government 
department, known as the Sea & Air 
Priorities Office, was brought into opera- 
tion, under the control of the Shipping 
Manager, South African Railways & Har- 
bours, to deal with applications from Union 
nationals (and persons who are not Union 
nationals, but whose journeys are under- 
taken in the Union’s interests) who desire 
to travel from the Union of South Africa 
by sea to destinations outside the Union, 
and/or require a priority booking by air. 

The Sea & Air Priorities Office is not a 
new control organisation, but a depart- 
ment of the South African Railways & 
Harbours Administration, established to 
assist persons to obtain sea and air passages 
when available. With its establishment, 
the new Priorities Office will give direct 
and immediate attention to people having 
to travel for urgent reasons. 


Financial Position 

The railways, harbours, steamships, and 
airways accounts of the South African 
Railways & Harbours Administration for 
May, 1945, disclose a net deficit of £395,383, 
which represents an increase of £160,401 
compared with the deficit cf £234,982 
incurred in May, 1944. 

Total revenue was £4,874,206, an in- 


was convinced, face the 


course of a message of thanks recently 
addressed to the public, said that Canadian 
citizens in general had been instrumental 
in aiding the C.N.R. to fulfil its war duty 
satisfactorily. He mentioned particularly 
the unnumbered citizens who had refrained 
from travelling needlessly as their contri- 
bution to the common cause. 

Mr. Vaughan said that from September, 
1939, to VJ Day, C.N.R. passenger train- 
miles amounted to over 138,000,000. 
Passenger carriage-miles were more than 
1,217,000,000. It was estimated that more 
than 158,000,000 passengers had been 
carried. 

Up to the end of last year over 4,000,000 
troops had been transported in 6,540 
special trains. Special workmen’s trains 
operated to and from war plants had carried 
over 41,000,000 passengers, and nearly 
26,000,000 meals had been served to 
military and civilian passengers, during 
the war period. 

Mr. Vaughan also said that over 
491,000,000 tons of freight had been 
hauled, and over 196,000,000,000 net ton- 
miles recorded, during the war. 


UNITED STATES 


Fares in the Southern States 

An important judgment has been given 
by the Supreme Court of the United 
States, overruling a previous order by the 
Interstate Commerce Commission  con- 
cerning fares in the states of North Carolina, 
Alabama, Tennessee and Kentucky. In 
1936, in its No. 26550 proceedings, which 
resulted from a comprehensive investiga- 
tion of passenger fares throughout the 
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country, the I.C.C. ruled that no coach 
(the equivalent of British third class) fares 
in the U.S.A. should exceed 2 cents a mile, 
but that lines in the Southern States 
which were charging, experimentally, a 
lower rate of 1-5 cents a mile, to encourage 
traffic, should be left free to On 
January 21, 1942, to meet increased operat- 
ing the 1.C.C., in its ex parte Order 
No. 148, sanctioned a 10 per cent. increase 
in all fares, to meet increased 
operating costs; this increased coach fares 
to 2-2 cents a mile, except in the four 
states named, in which they became 1-65 
cents a mile 

On July 14, 1942, the railways serving 
these four states applied to the I.C.C. for 
permission to discontinue their experi- 
mental fares, and to charge a uniform rate 
of 2-2 cents a mile. In reply, the I.C.C. 
ruled that its No. 26550 proceedings 
authorised the charging of 2 cents a mile 
throughout the U.S.A., and modified its 
ex parte Order No. 148 to apply this rate, 
plus 10 per cent., to North Carolina, Ala- 
bama, Tennessee and Kentucky. The 
individual state commerce commissions 
refused to permit the increases to be made, 
and a further application by the railways 
to the I.C.C. resulted in an Order dated 
May 8, 1944, overriding the commissions 
of the four states. 


Decision of Supreme Court 

It is this overriding decision which the 
Supreme Court has now reversed, on the 
ground that the decision was not based on 
adequate findings supported by evidence. 
In the action the four states were supported 
by the Office of Price Administration and 
the Economic Stabilisation Director; but 
it is significant of strong differences of 
opinion that the Supreme Court’s decision 
was a majority decision only, by the narrow 
margin of five justices in favour and four 
The railways were advised that 
if they considered the fares at 1-65 cents 
a mile as uneconomic or unjust, their 
proper course was to make an application 
on that basis, supported by evidence, 
rather than merely to seek that fares should 
be maintained ona uniform level throughout 
the country. ; 


The Baltimore & Ohio and Detroit 

Hitherto access has been gained by 
the Baltimore & Ohio Railroad to the 
city of Detroit by the Pere Marquette 
Railroad from Toledo, Ohio. As far as 
Toledo, B. & O. locomotives have worked 
the trains over their own tracks save for 
the use of the New York Central station in 
Toledo, and Pere Marquette power has 
been used between there and Detroit 
[The B. & O.-Pere Marquette agreement 
expired on June 7, and the B. & O. has 
been seeking authority from the Interstate 
Commission to obtain running 
powers over the N va between Toledo 
and Detroit, and to divert its trains to 
this route, thereby reducing the distance, 
and ensuring better facilities than those 
obtained until now The labour unions 
opposed the change, on the ground that 
over 100 Pere Marquette employees might 
be affected adversely ; the I.C.C. examiner 
has upheld this view, and has recommended 
that the B. & O. application should not 
be granted. 

The Santa Fe and St. Louis 

Plans are being prepared to enable the 
Atchison, Topeka & Santa Fe Railroad to 
operate a passenger service between Kansas 
City and St. Louis. Access of the Santa Fe 
to St. Louis would be by means of joint 
operation of this company and _ the 
Chicago, Burlington & Quincy of the 
latter’s line for 111 miles from St. Louis 
to Mexico, Missouri, and by both these 
companies over the tracks of the Alton 


do SO. 
costs, 


passenger 


against. 


Commerce 


THE RAILWAY GAZETTE 


from Mexico to Kansas City, 162 miles, 
which would improve the Burlington’s 
own access to St. Louis as well as provide 
for the Santa Fe. At present a joint 
Burlington-Alton service operates over this 
line between St. Louis and Kansas City. 
The Gulf, Mobile & Ohio directorate has 
been brought into the discussions, in view 
of the probable merger of this company 
with the Alton, which is now awaiting the 
approval of the Federal Court and of the 
Interstate Commerce Commission. 


SWITZERLAND 


Bern-Létschberg-Simplon Railway 

Working receipts of the Bern-Létsch 
berg-Simplon Railway, the most important 
of the Swiss privately-owned standard- 
gauge railways, decreased to fr. 17,300,000 
(£1,000,000 at the current rate of exchange) 
in 1944, compared with fr. 20,800,000 
(£1,223,000) in the preceding year, occa- 
sioned by the contraction in goods traffic 
from 13,000,000 metric tons to 9,000,000 
metric tons resulting from the discontinu- 
ance of the transit traffic between Germany 
and Italy in the year under review. Con- 
trasting with this decrease, the passenger 
traffic brought increased receipts totalling 
fr. 6,700,000 (tr. 6,200,000 in 1943). 
Working expenditure fell to fr. 11,000,000 
from fr. 13,100,000 in 1943, because of the 
working of fewer goods trains. The working 
surplus, at fr. 6,100,000, was 21 per cent 
below the level attained in 1943 (fr. 
7,700,000). The profit and loss account 
closed with a favourable balance of fr. 
383,000 (fr. 904,000), of which fr. 20,000 
was allocated to the river protection and 
sleeper renewal fund and fr. 250,000 to 
the special reserve for war and immediate 
post-war expenditure. The balance of fr. 
113,000 was carried forward. 

Working receipts for the five months 
ended May 31, 1945, contracted to fr. 
5,050,000 compared with fr. 7,300,000 for 
the same period of 1944, a decline of more 
than 30 per cent. Working expenditure for 
the same period decreased by only fr. 
300,000 as against that incurred in 
first five months of 1944, and there resulted 
a net drop of about fr. 2,000,000. As the 
fixed charges of the railway amount to 
approximately fr. 10,500,000 a year, to 
which must be added the interest on the 
first mortgage loan and the allocation to 
the renewal fund, working receipts should 
total at least fr. 13,800,000 a year. 


FRANCE 


St. Clair Bridge at Lyons Repaired 

St. Clair Bridge, to the north of Lyons, 
54 miles out of Lyons-Perrache station and 

} miles out of Lyons-Brotteaux station, 
leading from Lyons-Brotteaux to St. Clair 
Junction, is one of the most important 
bridges in the Lyons area It carries three 
main lines over the Rhéne: Lyons-Bourg- 
Besangon, Lyons-Ambérieu-Culo z-Cham- 
béry with the Culoz-Geneva branch and the 
avoiding line Lyons-St. Clair which joins 
the Lyons-Paris main line to the north of 
Vaise, 3} miles out of Perrache. When the 
Germans abandoned Lyons last year they 
destroyed St. Clair Bridge, thus paralysing 
an important system of lines. After recon- 
struction, St. Clair Bridge was opened to 
traffic on August 24. On the same day, the 
bridge carrying the Lyons-Ambérieu main 
line over the Ain river was also restored to 
traffic, thus effecting a considerable im- 
provement in the Lyons-Chambéry and 
Lyons-Geneva traffic. On the latter route, 
a Micheline fast railcar service has been 
instituted, replacing a train which con- 
nected Lyons (Brotteaux) with Geneva 
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(Cornavin) by the round-about rout 
Grenoble. The Micheline leaves | 
(Perrache) at 7.20 p.m., French time 
arrives at Geneva (Cornavin) at 10.50 ; 
Central European time, thus coverin 
distance of 105 miles in 2 hr. 30 
Departure from Geneva (Cornavin) 
6.50 a.m., Central European time, 
arrival at Lyons (Perrache) is at 11.50 ; 
French time. 
The Paris-Arlberg Express 

After a break of more than six years 
Paris-Arlberg Express was scheduled to 
make its first post-war departure from 
Paris-Est on September 18, and from 
Innsbruck, its temporary eastern terminus, 
on September 21. Before the war, the 
Arlberg express, using the route from Paris 
to Basle (via Belfort), Ziirich, Innsbruck, 
Salzburg, and Vienna, ©perated as far east 
as Budapest using, between Vienna and 
Budapest, the main line to the south of the 
Danube (via WHegyeshalom). The train 
left Paris, Est station, on Mondays, Wed- 
nesdays and Fridays at 7.55 p.m. and 
arrived at Budapest at 9.20 p.m. on the 
following day Departures from Budapest 
were at 8.15 a.m. on the same days as from 
Paris and the trains arrived in Paris at 
9.45 on the following morning. The train 
consisted of first and second class sleeping 
cars only between Paris and Vienna, in 
addition to a sleeping car between Geneva 
and Vienna, and another between Ziirich 
and Vienna. There was also a second and 
third class through-carriage between Paris 
and Belgrade. 


HOLLAND 


Demolished Bridges 

In addition to the widespread destruction 
of station buildings, locomotive 
goods sheds and warehouses, and the heavy 
damage to track, numerous bridges were 
blown by the Germans before their retreat. 
The most serious demolition was the des- 
truction of the Moerdijk bridge across the 
Hollandsch Diep, south of Dordrecht. The 
reconstruction of this bridge, according to 
an optimistic estimate, will take about 
18 months and will cost at least ten million 
florins. 

Much damage was done inevitably to 
the Dutch railways system by the Allies’ 
strategic bombing. These attacks began 
early in 1944, with the intention of disrupt- 
ing German railway communications in 
Holland. The result aimed at, the total 
disintegration of the German military 
supply services, was attained fully. Certain 
restrictions, observed by the Allied air 
forces during the first months of the 
bombing attacks were set aside when 
the Dutch Government in London launched 
an appeal to the railwaymen in Holland 
to abandon work. This resulted in the 
most serious blow the Germans had suffered 
in Holland during their long occupation of 
the country, for the Dutch railway traffic 
suddenly became paralysed. Up to that 
time, the Dutch railway services had been 
functioning comparatively well despite the 
Allied air raids. On the signal received 
from London, all services were stopped 
and this at the most critical moment, when 
the Germans in southern Holland had 
already become involved in heavy fighting, 
so that the lack of supplies became acute. 
Before starting the strike the Dutch railway- 
men had blocked all the important lines 
and had rendered all signal boxes and 
other vital plant unserviceable. It cost 
the Germans untold efforts to re-establish 
and maintain certain indispensable com- 
munications. A* great number of German 
railwaymen and railway engineers had to 
be despatched to Holland, to the detriment 
of the railway services in Germany. 


sheds, 








he 


ut 
ion 


in 
tO 











September 28, 1945 


THE RAILWAY GAZETTE 


Salvaging an Old Truss Bridge 


The Georgia Railroad has built an old 178-ft. truss span into 
a 238-ft. viaduct in a manner which called for a minimum of 
new steelwork 





Cornish Creek viaduct, Georgia Railroad, as rebuilt, using the 
truss span from an abandoned bridge elsewhere 


A REMARKABLE bridge renewal has 
‘&% been carried out recently by the 
Georgia Railroad, United States. When the 
line was laid originally in 1888, it was car- 
ried over Cornish Creek by a timber deck 
truss of the Howe type, 130 ft. long, ap- 
proached by 119 ft. of framed-bent trestle. 
Some years ago the original timber bridge 
was destroyed by fire, and the gap was 
bridged by a temporary trestle; but a 
more permanent structure was required. 
The railway had on hand a through Parker 
steel truss, 178 ft. 1 in. long between the 
centres of the end pins, and it was con 
sidered that this might be used to span 
the gap, but to have raised it to rail level 
would have involved building high piers 
to carry it, and would have given an un- 
sightly appearance. It was therefore de- 
cided to shorten this span, mount it at a 
considerably lower level, and build it into 
1 new viaduct structure, thereby making 
possible a considerable reduction in the 
amount of steel required. 

[he original span, with seven panels 
was designed to carry Cooper’s ‘‘ E-40”’ 
loading, and was installed in 1912 on a 
branch which has since been abandoned. 
In its existing form it would have been 
of too light construction to carry modern 
loads without strengthening; but with the 
removal of the two centre panels, which 
reduced the length of span to 127 ft. 2 in., 
it was calculated that the span would have 
1 load rating closely approaching Cooper’s 

E-60.’’ It was also decided that, with 
certain modifications, the floor system of 
the old bridge could be re-used, and would 
have a strength equivalent to Cooper’s 

E-50’’ loading, which would be adequate 
for the purpose. 

The opening to be spanned at track 
level was about 238 ft. The five-panel 
span therefore was installed at a consider- 
ably lower level, and in such a position 
that while the concrete piers to carry it 
required only to be brought a short dis- 
tance above ground level, the top chord 
members of the. truss (which had been re- 
duced in depth from 33 ft. to 31 ft. 4 in. 
by the renioval of the two centre panels) 
were level with the track. The released 
truss members were used in part to fabri- 
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greater cross-sectional area than that re- 
quired for Cooper’s ‘‘ E-60’’ loading. 
Support for the approach spans at the 
ends adjoining the main span was pro- 
vided by steel trestles fabricated from the 
columns that were released by the removal 
of the two panels from the main span. 
All the steel from the latter was thus re- 
used, with the exception of a few un- 
wanted eye-bars, which were scrapped. 
Concrete piers, carried on piling, support 
the entire structure. 

One difficulty in the reconstruction was 
the absence of any detailed drawings of 
the original bridge, and it was therefore 
necessary to make new drawings by 
measuring up the bridge itself, including 
the size and position of all rivets. To 
complete the work as economically as pos- 
sible, the only fabrication which took 
place in local shops was that which re- 
quired a good deal of re-working, such as 
end posts, columns, top chords, welded 
members, and the steel trestles for the ap- 
proach spans. Much of the shop punch- 
ing and drilling had to match the original 
punching, and such drilling as was done 
in situ, and as the preliminary fabrica- 
tion went on at a number of different 
places, no assembly was possible of the 
different connections before erection of the 
bridge. Extreme accuracy was therefore 
necessary; but when the time of erection 
came, little reamering of the holes was 
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Plan and elevation of Cornish Creek viaduct, showing method by 
which the truss span has been inserted 


cate the new members required in the end 
panels; the four top chord members were 
re-used as struts between the batter posts 
and the vertical end posts; the portal 
bracing was removed and used for bottom 
bracing, though it was necessary to ob- 
tain new angles for the lateral bracing. 
The eye-bars for the centre panel of the 
truss, which were released from the two 
panels taken out, were a little too long 
and were shortened by cutting and weld- 
ing the two halves together by a double- 
V butt-weld. 

To complete the bridging of the gap, it 
was necessary to instal approach spans 
totalling about 111 ft. in length. In part 
these were fabricated by using the 
stringers out of the panels removed from 
the old truss, one set of stringers provid- 
ing 27-ft. 2-in. spans on each side of the 
main span. The two outer spans, each 
a 28-ft. deck plate girder, were obtained 
from second-hand material that was in 
stock, and the girders had a slightly 


necessary on the site. This successful and 
ingenious utilisation of second-hand bridge 
material was carried out under the direc- 
tion of Mr. S. R. Young, Chief Engineer 
of the Georgia Railroad, and we are in- 
debted for the foregoing details to our 
American contemporary Railway En- 
gineering & Maintenance. 








Wuite Pass & YuKoN Rattway DEBEN- 
TURE STocK.—The directors’ report accom- 
panying the accounts of the White Pass & 
Yukon Railway Company for the years to 
June 30, 1943 and 1944, states that the 
7 per cent. prior lien debenture stock falls 
due for repayment at par on December 31, 
1945, and will be repaid on that date.. Any 
surplus funds thereafter. remaining will be 
used, first, in repayment at par of all frac- 
tions of a £ of the 5 per cent. consolidated 
mortgage debenture stock, and secondly, in 
repayment at par of 25 per cent. of the then 
outstanding amount of that stock. 
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A Crucible Tilting Furnace 


A modern melting unit with hydraulic pouring gear 


NEW type of furnace, equipped with 
hydraulic tilting mechanism, has been 
designed by the Morgan Crucible Co. Ltd. 
The furnace serves the needs of the modern 
melting shop capable of handling quantities 
of metal melted under accurate metal- 
lurgical control. It is designed as a general- 
purpose melting unit suitable for a variety 
of uses, including sand-foundry work and 
billet and strip casting. It has a remov- 
able body, to ensure minimum main- 
tenance and running costs. The power- 
tilting system ensures easy and smooth 
pouring at all speeds 

The furnace is designed to withstand 
heavy foundry usage with minimum 
maintenance charges. It is compact, and 
the overall size and floor area covered are 
considerably less than for a hand-tilted 
unit The operating points—burner 
control, tilting control, and platform—are 
grouped at a convenient level so that the 
effort required to run the furnace is re- 
duced to a minimum. Tilting is effected 
through an oil-hydraulic system consist- 
ing of a telescopic ram at the back of the 
furnace, served by a motor-driven pump 
and small reservoir housed under the 
furnace platform. The tilting action is 
semi-automatic, simple, and _ fool-proof, 
and is controlled by the operation of a 
single valve lever. This lever projects 
through the platform panel and is spring- 
loaded in the “shut” position so that, 
when released by the operator during tilt- 
ing, the furnace locks in position. The 
lever also incorporates push-button control 
of the pump motor, which is therefore run 
only when the furnace is tilting up. The 
operator thus controls the tilting and 
motoring with one hand by a single lever. 
If required, two or three furnaces can be 
operated by one hydraulic system. 

The tilting axis passes through the line 
of the pouring spout so that the furnace 
gives a fixed pouring stream throughout 
the tilt. The charge can therefore be 
poured direct from the furnace without 
having to move the work, whether it be 
billet, strip, special mould, or foundry 
ladle. The furnace body is made remov- 
able so that it can be taken out easily 
and quickly and changed for a spare. The 
tilting shafts lie in open bearings, and 
the body is removed by swinging the 
burner clear of the injector box, discon- 
necting the ram, and lifting out. This 
feature enables the furnace to be kept in 
continuous production, and it avoids 
lengthy periods during which the furnace 
would be shut down for lining and other 
repairs or for replacing the crucible. The 
burner is arranged to tilt with the furnace, 
which can, if desired, be fired while in a 
tilted position. This feature is of par- 
ticular value where the pouring operation 


is protracted and it is essential to keep 
the charge at a definite temperature 
throughout the pour. The furnace is 
arranged for oil- or gas-firing. The oil 
furnace is suitable for all fuel oils and 
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capacity. The first three are suitable for 
the general range of non-ferrous and alu- 
minium alloys; the largest size is limited 
to aluminium alloys only. The 600 lb 
will also handle special cast irons. Pro- 
ducer-gas firing is suitable for the alu- 
minium alloys only. The furnace has a 
high rate of output as can be seen from 
the following table, which gives the melt- 
ing rate and fuel efficiency. 
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Crucible furnace with tilting 

axis in line with pouring lip. 

Front of furnace swings into 
spilt-metal pit 
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The furnace is made in four sizes, rang- 
ing from 600 Ib. (brass) to $ ton (aluminium) 


pitch; the 
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The figures cover the melting of ingots 
or clean scrap to normal pouring tem- 
peratures, under continuous working con- 
ditions over a full shift, and are for oil 
firing. 





| Aluminium 


Brass Copper and nickel-brass 





Furnace size | 
| Charge | Time | Fuel 
| (tb) | (min) | (%) 
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CONTROL OF BENZOLE AND ALLIED PRo- 
pucts.—The Minister of Fuel & Power, 
in pursuance of Regulations 55 and 55AA 
of the Defence (General) Regulations, 
has made the Control of Benzole & Allied 
Products Order, 1945 (S.R. & O., 1945, 
No. 1064). It consolidates the provisions 
of the Control of Benzole & Coal Spirit 
Order, 1944, the Control of Benzole & Coal 
Spirit No. 2 Order, 1944, and the Control of 
Benzole & Coal Spirit Order, 1945, which 
Orders are revoked by the new Order. The 
main alterations are set out in the explana- 
tory note printed with the Order, copies 
of which may be obtained from any 


direct from H.M. Station- 
York House, Kingsway, 


bookseller, 
ery Office, 
W.C.2. 


or 


TIMBER CONTROL : CHANGES OF ADDRESS. 
—The Ministry of Supply announces that 
the Timber Controller; Branch I/1 (a) 
(Imported Softwood Buying); Plywood 
Department Purchasing and Supply Sec- 
tions; and Building & Machinery Licences 
Section (Department III) have been trans- 
ferred to 7, Cadogan Square, S.W.1 (tele- 
phone: Kensington 5131). All corres- 
pondence for the Controller and for these 
branches should be addressed to Cadogan 


Square. All other correspondence should 
continue to be addressed to Timber Control 
Headquarters, Clifton Down Hotel, Bristol, 
8. The Deputy-Controllers, Departments I, 
II] and IV; the Assistant Controllers, 
Department III; and the Assistant Con- 
troller, Pitwood Department, will have 
alternative offices at Cadogan Square, 
where they will be in attendance during a 
part of each week. The Deputy Assistant 
Controller, Branch I/1 Shipping, and the 
Chartering Section of that branch have 
moved from Bristol to the control’s London 
Shipping Office, Nash House, 394, Maddox 
Street, London, W.1. 
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Another L.N.E.R. Lo 
The well-known * K3” class 2 
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RAILWAY 


comotive Conversion 


-6-0 converted from the three- 


cylinder to two-cylinder arrangement 


y another of the Gresley classes of three- 
vlinder locomotives has been made 
the subject of Mr. Thompson’s reforms. 


This time it is the well-known three-cylinder 
9-6-0 tender locomotive, class “‘ K3,’’ which 


was built in large numbers in the early years 
of the grouping, for general service on 
m \-traffic duties over the principal main- 


line sections of the L.N.E.R. The design 
actually goes back to the latter davs of the 


G R. during its existence as a separate 
company, as the pioneer engine, No. 4,000, 
m its appearance in 1920, when it was 
the largest 2-6-0 in the country. 


1 the numerous engines of this class 


of the boiler been altered—tube layout, 
heating surface, and yvrate area remain as 
before. The new boiler is protected by two 
3-in. Ross pop safety valves. 

In the rebuilt locomotive the tractive 
effort, rated at 85 per cent. of the boiler 
pressure, is 29,250 lb., as compared with 
30,031 lb. of the original engine. Thus one 
complete cylinder unit—and that one the 
most inaccessible—together with connect- 
ing rod, crank axle, and valve operating 
mechanism has been dispensed with for a 
sacrifice of tractive power of less than 
1 per cent. 

It may be mentioned that Mr. Thompson, 
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The principal comparative dimensions of 
the original and rebuilt ‘‘ K3”’ class loco- 
motives are given in the table hereunder :— 


As originally As rebuilt, 


built with with 
3cylinders 2 cylinders 
Cylinders, dia. - oe. 18 in. 20 in. 
, stroke ... «. 26in. 26 in. 
Piston valve dia. ... «» Sin. 10 in. 
Type of valve gear : 
Outside en -.» Walschaerts Walschaerts 
Inside «<.. bin ... Gresley 
Maximum cut-off, percent. 65 75 
, valve travel... Rin. # in. 


: 6 

Coupled wheels, dia. 5 fc. Bin. 5 ft. Sin. 

Boiler heating surface : 
Firebox ... 


ce 182 sq. ft. 
Tubes and flues 


1,719 sq. fe. 


182 sq. ft. 
1,719 sq. ft. 


Total evaporative surface 1,901 sq. ft. 
Superheater (32 elements) 407 _,, 


Total heating surface 2,308 sq. ft. 
Boiler pressure, per sq. in. 180 Ib. 
Tractive effort «.. 30,031 Ib. 
Adhesive weight ... 136,304 Ib. 
Adhesive factor 4-53 


1,901 sq. fe. 
407_—=Céi,, 


2,308 sq. ft. 
225 Ib. 
29,250 Ib. 
137, 200 Ib 
4°69 
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class 2-6-0 locomotive 


MAXIMUM WIDTH OF ENGINE = 8.9” 
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Diagram of the locomotive giving principal dimensions and weights 


were built with three cylinders and the 
Gresley conjugate valve gear in which the 
motion for the inner piston valve was 
derived from a series of levers operated by 
the two outside cylinders. This has proved 
to be a somewhat expensive luxury under 
wartime conditions, so Mr. Thompson has 
arranged for the rebuilding of locomotives 
f this class to the ordinary two-cylinder 
arrangement. 

I avoid a rather large diameter of 
( nder in the rebuilt version, he has 
achieved practically equivalent tractive 
efiort by raising the boiler pressure to 
225 lb. per sq. in.—an increase of 45 Ib. per 
sq. in. over the original figure. This course 
! necessitated a new boiler, in which the 
barrel has been made of thicker plates 

2. but In no other Way has the design 


following his policy of standardising certain 
2-cylinder classes, has provided standard 
20-in. cylinders on this rebuilt engine, 
identical with those fitted to the later 4-6-0 
2-8-0 and 2-6-4 tank engines. Moreover 
the Walschaerts valve gear details are also 
standardised with those three classes. The 
drive is taken on the middle pair of coupled 
wheels, and the valve gear is arranged to 
cut off at a maximum of 75 per cent., 
instead of 65 per cent. as was the case in 
the original engines. 

Externally there is little difference in 
outline between the original and the rebuilt 
classes, but the absence of the valve-gear 
extensions for the Gresley derived motion 
will be noted, also the curious expedient of 
raising the running plate for about half its 
length. 


It may be of interest to note that the 
rebuilt engine is now provided with a 
steam brake, working in conjunction with a 
vacuum ejector for the continuots brake 
on the train. 


SOUTHERN SAN Pauto RatLway Co 
Lrp.—At an extraordinary general meeting 
of the Southern San Paulo Railway Co. 
Ltd., held at River Plate House, E.C.2, on 
September 3, a resolution was passed that 
the company be wound up voluntarily and 
that Mr. John Berchmans Vignaux be ap- 
pointed liquidator and that he be paid £325 
to cover his remuneration and expenses. 
Reasons for the voluntary liquidation were 
given on page 206 of The Railway Gazette for 
August 24. 
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Renovated C.P.R. Coaches for Post-War Travel 


Pastel-blue and blue-grey have replaced dark mahogany as an interior finish for this Canadian 
Pacific Railway modernised cafe-parleur car for service in British Columbia and Alberta 











An electric-razor fitment in a sleeping Bleached wood and an aluminium lamp-shade are 
compartment in a modernised C.P.R. car incorporated in a refitted cafe-parlour car 
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RAILWAY NEWS SECTION 


PERSONAL 


Lord Woolton has been appointed a 
Director of the Birmingham Small Arms 
Co. Ltd., and of the Birmingham Railway 
Carriage & Wagon Co. Ltd. Lord Woolton 
was Minister of Food until 1943, and then 
Minister of Reconstruction, in the Coalition 
Government, 

Brigadier Charles Mitchell Hoffe, C.B.E., 
M.\inst.T., who, as recorded in our August 
31 issue, retires on October 17 from the 
position of General Manager, South African 


Brigadier C. M. Hoffe 


General Manager, South African 


S.A, Mounted Brigade to East Africa, and 
was mentioned in dispatches. He was 
recalled from active service on the amalga- 
mation of the offices of the Minister of Rail- 
ways and the Railway Board, and was 
appointed Assistant Private Secretary to 
the Hon. H. Burton. In 1921 he was 
appointed Private Secretary to the Minister 
of Railways, and in 1923 also became 
Secretary to the Railway Board. In Sep- 
tember, 1929, Brigadier Hoffe was ap- 
pointed Superintendent (Staff) in the office 
of the General Manager and became Chair- 
man of the Staff Committee. In the next 


Railways & Harbours, 1941-45 


Railways & Harbours, has held that office, 
and that of Director-General of Railways, 
Harbours & Sea Transport in his military 
capacity, since February 14, 1941. He was 
born in Ballina, County Mayo, Ireland, and 
went to South Africa in 1897 as a boy of 
eleven to join his father who was in business 
in Pretoria. He was educated at Diocesan 
College, Pretoria ; St. John’s Boys’ School ; 
Boys’ Model School; and Maritzburg Col- 
Brigadier Hoffe began his career in 
the Chief Accountant’s Office of the Trans- 
vaal Repatriation Department in 1902, and 
transferred to the Attorney-General’s Office 
in 1904, On the consummation of Union, 
the Attorney-General’s Office of the Trans- 
vaal became the Department of Justice, and 
during his period of service in that depart- 
ment he was Clerk to the Law Advisers. 
During 1913 he was appointed Assistant 
Secretary to the Native Lands Commission. 
In 1914 he transferred to the office of the 
Minister of Railways, and some time later 
proceeded on active service with the Ist 


lege. 


year, on the inauguration of the Staff Control 
Board, he was appointed a member, and was 
also Chairman of the Stores Investigation 
Committee. In 1933 he took office as 
System Manager, East London, and in 1935 
was promoted to be Chief Superintendent 
(Staff) and became Chairman of the Con- 
ciliation Board. In November, 1936, he 
was appointed Understudy to the Chief 
Accountant, afterwards became Assistant 
Chief Accountant, and, in September, 1937, 
Chief Accountant. Brigadier Hoffe was 
appointed Assistant General Manager (Com- 
mercial) in May, 1939, and General Manager 
on February 14, 1941. His term of office as 
General Manager has covered the major 
period of the war in Europe and the Far 
East, and, in recognition of his services, he 
recently was made a C.B.E. He is a Com- 
mander (Brother) of the Order of St. John. 


The late Colonel Sir Maurice Hugh 
Lowthian Bell, who was a director. of Dor- 
man, Long & Co. Ltd., left £206,838. 


Mr. William Marshall Clark, O.B.E., 
B.Sc. (Eng.), A.M.Inst.C.E,, A.M.Inst.T., 
Chief Technical Officer (Reconstruction), 
South African Railways & Harbours, who, 
as recorded in our August 31 issue, has been 
appointed General Manager, from October 
17, is a son of Mr. W. H. Clark, who was a 
well-known railway engineer, and whose 
name was connected in particular with 
grain-elevator construction and_ bridge 
engineering. The new General Manager 
started his railway career as a pupil engineer 
in 1921, after having received his early 
education at the King Edward VII High 


Mr. W. Marshall Clark 


Appointed General Manager, South African 


Railways & Harbours 


School, Johannesburg, and graduated in 
engineering at the University of Cape Town. 
After several years on construction works in 
all provinces of the Union, and six years on 
maintenance on the Natal System, Mr. 
Clark was appointed District Engineer in 
charge of the Tuinplaats-Marble Hall con- 
struction, Later, a new works office con- 
trolling all major new works on the Wit- 
watersrand was established at Germiston, 
of which Mr, Clark took charge as Resident 
Engineer, Considerable improvements, 
among the most notable of which were the 
Jeppe and Mayfair lowering schemes, and 
the improvements to and doubling of the 
Germiston-Pretoria line, were undertaken 
during his term of office and gained for him 
the reputation of an engineer of outstanding 
ability and organising capacity. In 1940, 
when the Union Defence Forces undertook 
the formation of railway and harbour con- 
struction companies (S.A.E.C.), Mr. Clark 
attested for full-time military service with 
the rank of Major, and was entrusted with 
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the task of forming and equipping these 
units, to be known as the Railway & Har- 


bour Construction Battalion (S.A.E.C.) 
He served with that battalion in East 
Africa, as Second-in-Command, and later 


proceeded to Egypt, where the battalion 
was reformed into a Railway Construction 
& Maintenance Group (S.A.E.C.), of which 
he became Officer Commanding with the 
rank of Lt.-Colonel. Shortly afterwards he 
proceeded to Palestine and Syria, where he 
undertook the construction of the section 
between Haifa and Beirut (85 miles) of the 
strategic Haifa-Beirut-Tripoli Railway. For 
distinguished services in the Middle East he 
was made an O.B.E During his absence on 
active service Mr. Clark was appointed 
System Engineer, Durban, and 
quently Inspecting Engineer, New Works, 
Johannesburg. On his recall to civil duty 
in 1942, he was transferred to the General 
Manager’s Office as Chief Works & Estates 
Officer. Later he was made Controller of 
Ship Repairs, with headquarters at Cape 
Town, which position he relinquished at 
the end of October, 1943, to take up the 
post of Chief Technical Officer (Reconstruc- 
tion), as head of the branch established 
during November of that vear to undertake 
all works of major importance, such as the 
rebuilding of the stations at Johannesburg, 
Durban, and Cape Town, the construction 
of three airports and the improvement of 
trunk railways in the four provinces, the 
entire programme involving a total expendi 
ture of about £40,000,000 


subse- 


Hinton 


Mr. Harold Cooper, C.LE., 
\.M.Inst.C.E., M.1.Loco.E., Chief Mechani- 
cal Engineer, North Western Railway, 


India, who, as recorded in our June 22 
issue was made a Companion of the Order 
of the Indian Empire in the King’s Birthday 
Honours this year, was born in May, 1891, 
and educated at Deal College. He received 
his early training under the late Mr. G. J. 
Churchward at Swindon, and was appointed 
to the Indian State Railways in 1914; he 
was posted to the N.W.R. as Assistant Loco- 
motive Superintendent (now designated 
Assistant Mechanical Engineer). For three 
vears before the locomotive, carriage and 
wagon workshops at Karachi were closed 
down in 1927, Mr. Hinton Cooper was in 
charge of those shops; then, after six 
months as Personal Assistant to the Chief 
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Mechanical Engineer, he took over as Works 
Manager, Locomotive Workshops, Moghal- 
pura, a post he held for seven years. In 
1937 he became Deputy Chief Mechanical 
Engineer, and in September, 1939, Chief 
Mechanical Engineer. Mr. Hinton Cooper 
has been responsible for two important 
locomotive rebuilds. One of these con- 


cerned the ‘ E”’ class, 


consisting of 40 
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water softening now being installed between 
Lahore and Karachi, and between Rohvi and 
Sibi 

Mr. Richard Emrys Thomas, M. Inst. 
C.E., M.Inst.T., who, as recorded in our 
August 17 issue, is relinquishing next 
December his position as Chief Inspccting 
Engineer in London to the Egyptian 





Mr. R. E. Thomas 


Chief Inspecting Engineer in London to the 
Egyptian Government, 1937-45 


Atlantic engines, which were already 25 
years old when transferred from the 
G.1.P.R. to the N.W.R. in 1932-33, and to 
which various modifications proved of con- 
siderable success; the other was the con- 
version of three 0-8-0 “‘ XG ”’ class engines 
to 2-8-2s (described in The Railway Gazette 
of April 14, 1944). Mr. Hinton Cooper has 
been responsible also for the fitting of 
mechanical stokers on a number of “N” 
class 2-10-0 engines (converted from oil- 
burners) and on some of the ‘‘ XC ”’ Pacifics. 
He introduced the Permutit system of 





Mr. H. Hinton Cooper 


Chief Mechanical Engineer, N.W.R., India, 
who has been made a C.I.E. 


Government, completed his technical 
education and obtained his engineering de- 
gree in 1902, when he was articled to the 
late Mr. J. W. Jacomb-Hood, then Chief 
Engineer, London & South Western Rail- 
way, as a pupil and remained one year, 
after completion, on his staff. In 1906 
Mr. Thomas accepted a post as an En- 
gineer in the New Works & Construction 
Department of the Egyptian State Rail- 
ways, in which capacity he was responsible 
for the construction of considerable lengths 
of line. In 1914 he was appointed to a 
post as Divisional Engineer on open lines, 
and thereafter became, successively, Assist- 
ant to the Chief Engineer, and Deputy 
Chief Engineer, before being appointed 
Deputy General Manager of the Egyptian 
State Railways, Telegraphs & Telephones, 
in 1930. Mr. Thomas left Egypt in 1937 
to take up the post of Chief Inspecting En- 
gineer in London to the Egyptian Govern- 
ment. Since the outbreak of war in 1939 
he has been responsible for the inspection 
and shipment of engineering plant, rail- 
way material, and military equipment to 
a value of some £20,000,000. 


The Minister of War Transport 
appointed Mr. Alfred Robens, M.P., 
his Parliamentary Private Secretary. 


has 
to be 


L.N.E.R. Hotets DEPARTMENT 
The directors of the L.N.E.R. announce 
that Mr. A. A. Ryan, Hotels Superintendent, 
North Eastern Area, has been appointed 
Hotels Superintendent, Southern Area, in 
succession to the late Mr. J. E. Ryan. 


Captain Richard Sharp, Marine Superin- 
tendent, Great Western Railway, from 1920 
to 1926, whose death we recorded last week, 
entered on a seafaring career at the age of 
13. In 1881 he joined the marine service 
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of tl London Brighton & South Coast 
Railway as Second Officer, and was ‘ap- 
poin d.Chief Officer in 1884, and Master 
in 1886. Twice during his service with 


the company he received the special thanks 


of t directors for fine seamanship and 
courage; the second occasion, in 1895, 
was when the Seaford had been run down 
and sunk by a French steamer during a 
fog in the English Channel; although the 
vessel sank within 25 minutes, 344 passen- 
vers were rescued and brought ashore 


without the loss of a life. In 1898 Captain 
left the service of the L.B.S.C.R., 
and joined the Great Western Railway as 
\ssistant Marine Superintendent at Ney- 
land (then New Milford). When the cross: 
Channel fleet was removed to Fishguard 
Harbour in 1906 he went there as Harbour- 
master & Assistant Marine Superintendent, 
He was appointed Marine Superintendent 
in 1920, and held that position until his 
retirement in 1926. 


Sharp 


We regret to record the death on Sep- 
tember 19, at the age of 81, of Sir Hubert 
Llewellyn Smith, G.C.B., Permanent Sec- 
retarv to the Board of Trade from 1907 
to 1919, and Chief Economic Adviser to 
the Government from 1919 to 1927. 


Mr. George Orton, Chief Officer for Public 
Relations, Great Western Railway, gave 
an organ recital at the Royal Albert Hall 
on September 23, as a prelude to the 
Daily Mail ‘‘ Reunion with S.E.A.C.’’ show 
at which some 6,000 relatives of men 
serving in South East Asia Command sang 


songs which were broadcast to the Fai 
East 

Dorman, Long & Co. Ltd. announces 
that Mr. D. R. Brooks, Mr. A. MacLeod, 
and.Mr. J. A. Millar have been appointed 


Directors and General Managers of the 
company. They will have charge respec- 
tively of the Durham collieries, the iron and 
works, and other departments and 
interests of the company under the direction 
of the Managing Director. They had been 
Special Directors since last November. 


steel 


Sir Andrew Duncan, M.P., who was 


Minister of Supply in the last Government, 


has accepted an invitation to become 
Independent Chairman of the executive 
committee of the British Iron & Steel 
Federation, under the terms of its new 
constitution. He was Chairman of the 
executive of the British Iron & Steel 
Federation from 1935 to 1940. He was 


Chairman of the Central Electricity Board 
from 1927 to 1935. 


VICKERS-ARMSTRONGS LIMITED 

Commander E. R. Micklem is relinquish- 
ing the post of General Manager of the 
Elswick, Scotswood and Chertsey Works, 
due to increasing responsibilities as 
Deputy-Chairman & Managing Director 
Engineering Works & Shipyards). Mr. 
P. H. Muirhead is appointed a Director, 
and General Manager of the three works. 

Mr. B. W. A. Dickson is appointed a 
Director, and is to be General Manager of 
the Aircraft Section. 

Mr. R. K. Pierson has been appointed 
Chief Engineer of the Aircraft Section. 

Sguadron-Commander Sir- James Bird 
is relinquishing the General Managership 
of the company’s Supermarine Works, 
and is appointed Adviser to the Managing 
Director (Aircraft). 


We regret to record the death on 
September 15 of Mr. Charles Richards, 


Governing Director of Charles Richards & 
Son Ltd., Darlaston. 
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L.N.E.R. REFRESHMENT Rooms 


The L.N.E.R. announces a change in the 
organisation of its ‘Hotel Department 
Hitherto, the supervision of hotels, refresh- 
ment rooms and restaurant cars has been 
carried out by the Hotels Superintendent 
in each of the three areas into which the 
company’s system is divided. It has now 
been decided that, to facilitate the develop 
ment of plans for standardisation and so 
on, the supervision of the refreshment 
rooms throughout the whole line should be 
transferred to a Superintendent of Refresh- 
ment Room Services, who will be directly 
responsible to the Chief General Manager. 

Mr. E. K. Portman-Dixon, at present 
Canteen Superintendent, L.N.E.R., who 
has been appointed Superintendent of Re 
freshment Room Services, will continue, in 
addition to his new duties, to be re- 
sponsible for the supervision of canteen 
arrangements 


The Parliamentary Secretary to the 
Ministry of War Transport has appointed 
Miss M. Wills to be his Private Secretary. 


We regret to record the death on Sep- 
tember 21, in his 70th year, of Mr. James 
Young Fletcher, a Director of the General 
Electric Co. Ltd. 


Mr. James Maxwell, Assistant General 
Manager & Secretary of Thos. Cook & 
Son Ltd., has been appointed a Director of 
the following companies British Holiday 


Estates Limited ; Thos. Cook & Son Inc. ; 
Thos. Cook & Son (South Africa) Ltd and 
Thos. Cook & Son (Australasia) Pty. Ltd 


G.W.R. STAFF ELECTED TO PARLIAMENT 
The following seven members of the staff 
of the Great Western Railway were elected 


to the House of Commons in the recent 
General Election : 
Captain R. J. Gunter (Essex, South 


Eastern—Labour), who was a goods clerk 
at Cwm, Monmouthshire, until joining the 
Royal Engineers in December, 1941. Before 
the General Election he was serving as a 
Staff Captain at Movement Control Head- 
quarters, Iraq. 

Mr. W. T. Proctor (Eccles—Labour), 
who has been a passenger guard at Ponty- 
pool Road for the past twenty-two years. 

Mr. D. T. Jones (The Hartlepools 
Labour), who at the time of the election 
was.a signalman at Cardiff (Queen Street, 
North). 

Mr. A. J. R. Champion (Derbyshire, 
Southern—Labour), a member of the 
N.U.R. executive committee, who was on 
indefinite leave from his post as signalman, 
Pontypridd, to serve in that capacity at 
the time of his election. 


Mr. J. A. Sparks (Middlesex, Acton 
Labour), who was a parcels clerk at 
Paddington. 


Mr. P. Morris (Swansea West—Labour), 
who was a telegraph clerk at Swansea (High 
Street). In August, 1941, Mr. Morgs 
temporarily relinquished his railway post 
to take up an appointment as Deputy 
Regional Commissioner for Civil Defence, 
South Wales, in which capacity he served 
until last June. He was elected National 
President of the Railway Clerks’ Association 
in 1944. 

Mr. J. W. Belcher (Sowerby, Yorkshire, 
West Riding—Labour), who was a junior 
representative in the London District 
Goods Manager’s Office. 
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INDIAN RAILWAY STAFF CHANGES 


Sir Robert Marriott, Director-General 
of Railways (Calcutta Area), and formerly 
General Manager, E.I.R., has been granted 
six months’ leave, preparatory to retire- 
ment, as from April 14. 

Mr. J. H. Bavin has been appointed to 
officiate as Financial Adviser & Chief 
Accounts Officer, B.A.R. 

Mr. G. St. G. Higginson, Commercial 
Traffic Manager, B.-N.R., has’ been 
granted two years’ leave, preparatory to 
retirement, as from April 9. 

Mr. G. S. Pelly, Superintendent, Trans- 
portation (Traffic), B.-N.R., has _ been 
granted two years’ leave, preparatory to 
retirement, as from April 1. 

Mr. H. J. Allinson, Chief Electrical 
Engineer, E.I.R., was granted six months’ 
leave, preparatory to retirement, as from 
March 8. 

Mr. H. Gatford, Officiating 
General Manager (Works), E.I.R., has 
been granted 22 months’ leave, prepara- 
tory to retirement, as from March 18. 

Mr. J. M. Fenton has been appointed 
to officiate as Deputy General Manager 
(Works), E.I.R. 

Mr. H. Holt-Keene has been confirmed 
permanently as Chief Electrical Engineer, 
cH gt 

Mr. J. N. Compton has been appointed 
to officiate as Chief Mechanical Engineer, 
G.L.P_R. 


Deputy 


DANISH STATE RAILWAYS 


Details have been, received of various 
changes which have taken place in the 
management of the Danish State Railways 
since the outbreak of war. Mr. H. Flens- 
borg, Departmental Manager for Way & 
Works, attained the retiring age of 67 in 
1942. He had then served the Danish 
State Railways for 45 years, and for 20 
years had held the position of Departmental 
Manager. He served in all grades of the 
Civil Engineering Department arfd, as its 
head, directed the building of all the big 
bridges in Denmark, including the Lillebelt 
Little Belt), the Storstrom, and the 
Oddesund. During his regime many other 
important works were carried out, including 


(or 


the electrification of the Copenhagen 
suburban lines. Mr. Flensborg did not 


retire from railway service but was placed 
in charge of certain new plant. 

Mr. Flensborg was succeeded as Way & 
Works Manager by Mr. Th. Engqvist, 
formerly Chief Engineer. Mr. Engqvist, 
who was born in 1886, had carried out all 
new works on the Danish State Railways 
during the preceding 20 years, under 
Mr. Flensborg’s leadership. The post of 
Chief Engineer was filled by Mr. S. C. C. 
Thorning Christensen, who, born in 1898, 
had been in the Danish State Railways’ 
service for many years. Mr. Christensen’s 
most important work was the building 
of the new Fredericia Station, built in 
1935 in connection with the Lillebelt 
Bridge. 

Mr. Stilling, Chief of the Purchasing 
Department since 1922, retired in 1943, 
and was succeeded by Mr. A. N. Odel, who 
had served for many years in the Danish 
navy andcivilservice. Mr.Gustav Hansen, 
District Manager of the 2nd _ District, 
comprising Jutland and Funen, retired in 
1942 and was succeeded by Mr. L. G. V. 
Humle, formerly Traffic Superintendent 
The new Traffic Superintendent for the 
2nd District is Mr. V. Holst. 

Mr. S. C. Hermansen and Mr. H. C. M. 
Tvenge, the Way & Works Superintendents 
for the two districts of the State system, 


have retired at the age of 67, and are 
succeeded by Mr. E. Thybo and Mr. A. 
Hertzum. 



















































































Caterham, Southern Railway ; 


Major G. R. S. Wilson inquired into the 
accident, which occurred at about 9.35 a.m 
on June 26, 1945, at Caterham, Southern 
Railway, when the 9.34 a.m. 3-coach elec- 
tric train to Charing Cross left No. 2 plat- 
form against the starting signal at danger and 
collided head on, at a combined speed of 30 
to 35 m.p.h., with the 8.55 a.m. electric train 
from London Bridge, of similar formation, 
running in under clear signals, just as the 
latter had reached the facing points of the 
crossover road set to lead it over to No. 1 


platform 30th ~motormen were killed. 
One passenger was taken to hospital with 
serious injuries; two others and _ both 


guards suffered from shock. The shock of 
the impact was partly absorbed by the 
buckling of the underframe members at 
the leading ends before the leading under- 
frame of the outgoing train overrode that 
of the other train, with consequent telescop- 
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Ministry of War Transport Accident Report 


June 26, 1945 


nearing him. He then saw it approaching 
and, leaving the telephone, caught sight of 
the up train coming out against the signal. 
He showed a red flag and shouted but the 
motorman paid no heed until reaching a 
water column, 16 yd. past the signal, when 
he looked out on the near side and drew in 
his head again. The signalman was unable 
to say whether the brake was applied ; he 
heard norush of air. He thought the speed 
was about 20 m.p.h. and that there was no 
last moment reduction, but that the 
incoming motornian had seen the red flag 
and reduced to about 10 m.p.h. The line- 
men considered the outgoing train to have 
been travelling considerably faster than the 
incoming one and that its speed was not 
reduced before the collision. 

The guard of the up train was standing 
at the door of his van—from which point 
owing to curvature of the platform, he 
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signal, saw it was at danger and applied 
brakes, which took hold just before the colli- 
sion. He did notsee the red flag at the box 


Inspecting Officer’s Conclusion 

Major Wilson is satisfied that the starting 
signal was at danger the whole time the 
up train had been in the station and that 
the sole cause of the collision was the 
motorman’s failure to observe it The 
circumstances suggest that he allowed his 
attention to be distracted from the fixed 
signals by the guard’s signal, and then 
started and continued forward without 
further thought, under the impression 
that all was in order. It also appears 
that he failed to notice or at any rate to 
act on, the signalman’s commendably 
prompt emergency signal, and that the 
motors were still accelerating in series 
when the collision took place. It was an 
unusual and serious case of inattention 
on the part of an experienced and reliable 
steam driver and motorman, stationed at 
Caterham for some _ years, thoroughly 
familiar with the route. He held an 
excellent record and was very well spoken 
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at X route set to N21] Line 


Diagram illustrating circumstances of collision at Caterham, Southern Railway, June 26, 1945 


ing of about 23 ft. The two motormen’s 
and guard’s compartments were wrecked 
and three passenger compartments. The 
outgoing motor coach fell over away from 
The leading motor bogies were 

damaged. A _ heavy short 
fire in the overturned 
motorman’s compartment, which was 
quickly got under control. Rescue and 
first aid work were prompt and efficient 
and by 4.12 p.m. normal traffic operation 
was restored. The weather was fine and 
clear. The essential features of the cir- 
cumstances involved can be seen from the 
accompanying diagram 


its bogies. 
considerably 
circuit started a 


Up Train Started Irregularly 

As the incoming train, due at 9.30 a.m., 
was running 4 min. late the signalman 
decided to give it a clear run into No. 1 
platform and if necessary delay the out- 
going train for a minute or less. Up trains 
are able to recover fractional delays before 
reaching the junction with the main line at 


Purley. He lowered home and distant 
signals at 9.24 a.m. on receiving “ train 


entering section.’’ He was emphatic that 
he did not change his mind at the last 
moment with regard to the precedence of 
the two trains. His evidence was sup- 
ported by a lineman and an assistant line- 
man, who were working on the locking bar 
of some facing points, leading to a siding 
and situated just in advance of the home 
signal, both of whom were p« sitive that the 
signal was lowered 10 min. before the colli- 
sion and never replaced during that inter- 
val. They also saw both platform starting 
signals to be at danger when the up train 
started. The signalman inquired of War- 
lingham Station on the telephone where the 
down train was and was told it should be 





could not see the starting signal—when he 
received authority to depart, a little after 
9.34 a.m., from a porter. He gave the 
usual signal to the motorman, who was 
looking back, and the train started at once 
(The porter also could not see the starting 
signal from where he was standing.) The 
guard’s usual practice at this station was 
to verify the indication of the starting 
signal as the train was leaving. ‘He did so, 
looking out as the front of it was passing the 


A view of some of the damage resulting from the collision 


of by his superiors. The other motorman 
was taken by surprise and had no chance 
of avoiding the collision ; evidence suggests, 
however, that he realised the situation in 
the few seconds available to him No 
responsibility rests on the guard, who was 
not required by the rules to observe the 
fixed signals before giving the signa! to 
start. 
Remarks 
Cases of starting from a platform against 
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— signals occur from time to time, and the that the station duty or the collection of to the point of collision, a train-stop would 
se; possible psychological effect on the driver tickets is completed ; and, before starting have had preventive effect. Facing trap 
' of t guard’s green hand signal has not the train, the driver must satisfy himself points, however, beyond the signal, suitably 
n het yverlooked by the companies, who’ by observation that the line is clear, and interlocked, would have prevented the 
ting have considered more than once whether the necessary fixed signal, where provided, serious consequences of a head-on collision, 
the sion should be made in the rules that is lowered. When starting, the fireman though the effect of derailment at, say, 
that 1ard should satisfy himself that the must look back to see that the whole of 15-20 m.p.h. might not be negligible. 
the relevant fixed signal is clear before giving the train is following in a safe and proper There is room at Caterham for such trap 
The the ind signal to start, as is the practice manner, and to observe any signal that points at the exit from No. 2 platform, 
his yn t London Passenger Transport Board. may be given by the station staff or guard.”’ but the circumstances are no different 
xed Sut provision, however, while suitable Major Wilson concurs in this view, from the many larger and more heavily- 
then and necessary under the special conditions though where the guard is able to see the pressed terminals on the company’s system, 
ut of the Board’s traffic, must imply some fixed signals, or where they are repeated where starting against signa!s would involve 
sion liv on of the driver’s fundamental respon- on the platform, as at large and busy the risk of head-on collision with an 
ear sibility to observe and obev fixed signals, stations, he considers it would clearly be incoming movement, and where _ trap 
et which is clearly and concisely expressed illogical to give the hand signal with the points would be impracticable for a variety 
ibh by Rule 143 in relation to the particular fixed signal at danger. Though the guard of reasons. No doubt, however, this type 
the circumstances of starting from a platform, could have seen the signal if he had walked of safeguard, which was recommended in 
ries ind the main-line companies are opposed a few paces forward, he was not obliged to the Report of the 1927 Automatic Train 
an toany action which might weaken this rule. do so and it would be unfair to suggest Control Committee, receives consideration 
tior rhis rule runs as follows that there was any contributory respon- in new and reconstructed work, on the 
ible When a train is about to leave a station, sibilitv on his part. merits of each case, especially where starting 
1 at siding or ticket platform, the signal to It is doubtful whether, having regard to against signals might !ead to a head-on 
*hly start given by the guard only indicates the short distance of 59 yd. from the signal collision. 
an 
Ken — —_ —————$————————— 
By Buffet Car to Tobruk refreshments, tea, and chocolate, the car object of reducing to the minimum man- 
7. carries a supply of ice-cooled water, a handling and transport from one part to 
During the past six years, the boon to men who have existed for a con- another Scandinavian timber is used by 
N.A.A.F.I. organisation has been faced siderable time on a restricted ration of choice, but, as it has been unobtainable 
th an exceptionally difficult task in the brackish water. Two illustrations, show- during the war years, supplies have been 
leserts of North Africa.. The nature of ing the outside of the car and the service secured mainly from British Columbia. 
the country, and the enormous distances counter, are reproduced. Home-grown local timber (from the New 
over which men and supplies had to be Forest area) has not proved satisfactory. 
moved, called for .the closest possible a —————— \ separate feature of the depot is the 
o-operation with the railway services. As foundry, at which the casting of special 
early as 1940, when the railhead went no P.W.I. Visit to Redbridge . equipment is undertaken ; standard chairs 
further than Mersa Matruh, two buffet are placed out to contract, but the short 
cars were provided on the troop trains Upwards of 100 members of the London notice with which special requirements are 
running to and from Alexandria. -These and Croydon sections‘ofthe Permanent Way often needed in small quantities, justifies 
vehicles remained in service until Rommel] Institution visited the Southern Railway the maintenance of this foundry. The 
swept across the Western Desert in the permanent way assembly ground and depot metal is smelted in two crucibles (working 
summer of 1942. One car was then at Redbridge (near Southampton) on on alternate days) which are fed with a 
burned out, and the other was converted Saturday last, September 22. The visit mixture of 70 per cent. scrap and 30 per 
ia into a Red Cross coach. Captain Shannon, was arranged by courtesy of Mr. V. A. M. cent. pig iron, using chalk asa flux. Mem- 
we the organiser of the service, was captured, Robertson, Chief Civil Engineer, Southern bers of the party were given details of the 
. ind spent the remainder of the war in Railway, and with the kind co-operation of reorganisation and mechanisation proposals 
oi enemy hands. On his release, Captain Mr. A. Dean, Permanent Way Engineer for this foundry, which are to be under- 
‘No Shannon returned to North Africa, and (Maintenance). Opportunity was afforded taken as a matter of priority. 
tek reorganised the service between Cairo and for a detailed inspection of the methods of The party was entertained to tea, when 
ee Tobruk, a distance of 600 miles. The new receiving timber sleepers at the company’s thethanks of the visitors were voiced by Mr. 
= car, Officially named the Naafi Belle, was wharf, and for their stacking, creosoting, M.G. R. Smith, Assistant to Chief Engineer, 
« recently placed in service, and has proved. adzing and boring, and fitting with chairs. Great Western Railway. Mr. Dean res- 
extremely popular. In addition to light This work has been organised with the ponded on behalf of the Southern Railway. 
inst 


N.A.A.F.I. Buffet Car in North Africa 











Exterior and interior views of the ** Naafi Belle,”’ recently placed in service between Cairo and Tobruk (see accompanying 
paragraph) 
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On Thursday of last week (Septen 



































































Southern 
Railway officers, 


Chairman, 
Southern 
officials, were 
Tunbridge Wells (Alderma 
Westbrook) in the Mayor 
Parlour, and afterwards entertained t 
luncheon in the Assembly Hall lounge. 
rhe toast of he Southern Railway 


Deputy 
ind various 

well as civit 
the Mayor of 
Charles |! 


was proposed by Councillor J. A. McNal 
Chairman of the Tunbridge Wells Put 


licity Committee, who emphasised the in 
railway in the develo; 
ghbourhood. The populk 
Wells in 
way, and by 


portan of th 
ment of the ne 
tion of Tunbridge 
§,000; then came the ra 
the population had risen to 

0k the opportunity of 


re 
thanks of the 








] 


Wells, and to its power 
ified by the fine (¢ 


of enthusiasm, a 
exemp! ivic Centre buil 
just i 


animated by enthusiasm and looked for 


opening by the Mayor of the Centenar 


signals will be noted. 


completion Th uilway was ils 


1- 


ber 20) the centenary exhibition arranged 


by the Southern Railway at Tunbridge 
Wells (to which we made reference in our 
last week’s issue, page 299) was formally 
inaugurated. The Earl of Radnor, 


Railway, 
as 
received by 


n 


Oo 


), 
) 
} 
) 


1841 wa 
Iss! 
24,000 THe 
oicing the 
community tor the vital set 


vices ot the railway in war. They at 
Tunbridge Wells had cccupied front seats 
during the air attacks on this country, 
particularly during the Battle of Britain 
und the flying bomb attack Despite 
heavy war damage, the railways had car 
ried on, and their contribution to the war 
tlort ind to ultimate victory, was a 
matter for the irmest thanks, which 
that day's ceremony provided an oppor 
tunity Ol expressing 
{in response, Lord Radnor referred 

the quality of the town of Tunbridge 


before the war and now awaiting 


ward to the early restoration of peacetime 
facilities and a high standard of comfort 
He hoped that the long co-operation be 
tween town and railway which was now 
being celebrated would continue for an 
indefinite period 

‘“* The Borough of Tunbridge Wells 
was proposed by Mr. R. M. T. Richards, 
O.B.1 Traffic Manager, Southern Rail 
way vho spoke of the inauguration in 
that 1 of the defence haison arrange 
ments between the railway and the mili 
tary authorities at the time when th 
invasion of this country seemed imminent 

Phe iT then proceeded to the official 
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The Tunbridge Wells Railway Centenary 


Exhibition in the new library building. 


[his exhibition consists of some 80 old 
prints, photographs, models, and news 
paper reports, illustrating the establish 


London and 
subsequent 
spoke of his 
opening ol 


the railway between 
Tunbridge Wells ind its 
development. The Mayor 

boyhood recollection of the 


ment ot 


Grosvenor Bridge, which carries the road 
over the railway near Tunbridge Wells 
goods yard, and was quite an event. The 
ceremony took place on March 7, 1883, 
ind the Kent Sussex Courier described 
the opening in the following words 

[he opening of the bridge was an 


nounced by the roar of artillery. Besides 
the discharge of mortars at the 
side of the railway, the Royal Salute was 
fired by Mr. Frost, the South Eastern 
Stationmaster it lrunbridge 


several 


Railway 


Wells, consisting of twenty-one fog 
signals.’ The banquet foilowing th 
event was described as ‘‘ one of the 
grandest of its kind ever given in Tun 
bridge Wells.’ 

Among the many interesting local ex 
hibits is a series of photographs showing 


various phases in the construction of the 
High Street Bridge in 1907. Another is a 
portrait (taken by Mr. J. Foster Petree 
n her 100th birthday of Mrs. Selina 
Hannah Hewson, a daughter of Peter 
Wilham Barlow (the Engineer of the 
South Eastern Railway, who built the 
lonbridg to Tunbridge Wells line in 
1844-5). She was born on July 15, 1841; 
travelled on the first train from Tun 
Wells to London; and survived 
1945 








lo 
bridge 
until May 18, 








Staff and Labour Matters 


Locomotive 
The George Medal has been awarded to 
Mr. Thomas Harold Stainton, 
driver (Selby), L.N.E.R He was workine 
j 


Driver’s Gallantry. 


locomotivg 


a good strain, of which the twelve wagons 
nearest the engine contained bombs, when 
he noticed that one of the sheets covering 
a loaded wagon was on fire The train 
ran onto a line set aside for its reception 
in a goods yard, and, when it had almost 
stopped, he instructed the fireman to halt 
it, and, leaving the engine, ran towards the 
wagon which was on fire fter the 
train had come to a standstill, he uncoupled 
the first seven wagons from the burning 


Early illustration showing the station buildings and track layout of Tunbridge Wells Stativa, South Eastern Railway. 
in engine shed occupies the side of the present down side station buildings 
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lrew 


one, returned to the locomotive, anc 
the front portion ahead. 
Driver Stainton’s courageous and prompt 


action, without consideration for his per- 
sonal safety, probably averted a much mor 
serious explosion. 


Fluorescent Lighting on 


the G.W.R. 


[he system of fluorescent lighting whic} 
the Great Western Railway 


Con Dany 


intends to install in its new coaches has 
been developed by the British Thomson 
Houston Co. Ltd., which supplied the 
equipment for a trial installation he 


lighting layout was prepared jointly by 
G.W.R. and B.T.H. engineers. Power is 
taken from the existing lighting set and 


battery, which feeds a motor-alternator set 
generating current at a frequency ot 400) 
cycles The reason for the choice of this 
high-frequency depends on a number of 
factors, but one of the advantages is th 
reduction in weight and size of gear 

Some improvement in lighting intensity 
is obtained by the use of fluorescent lamps 
but the marked advantages in th 
adoption of this type of lighting are in the 
reduction of glare and shadow, and _ the 
attractive quality of the general lighting 
ettect In the past a combination of over 
head lighting with back of seat lighting has 
been found to produce the best condit 
of which filament lamps are capable. 1 
brightness of the filament lamp, even when 
enclosed in a diffusing shade, however 
produced som«e discomfort glare ’ 
the back of seat fittings 
possible to reduce this considerably by 
taking advantage of the shape and of th 
low brightness of the fluorescent lamp 


most 











It has been found 


The Ministry 
Drop Forging 
\rea 


CONTROI 
that the 
Birmingham 


IRON & STEEI 
of Supply 
Sub-Control, the 
Section of the Iron & Steel Control, and 
the Birmingham Office of Iron & Steel 
Disposals Limited has ceased to operat 
from 263-265, Hagley Road, Edgbaston 
Birmingham, 16 The Birmingham Area 
Scrap Section of the Iron & Steel Contr 
and the Birmingham Office of Iron & Stet 
now operating trom 


states 
Scrap 





Disposals Limited are 


319, High Street, West Bromwich; and 
the Drop Forging Section of the Iron & 
Steel Control from Ashorne Hill, near 


Leamington Spa 
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Notes and News 


Craven Bros. (Manchester) Ltd.— 
ne interim dividend of 5 per cent. declared 


Craven Bros. (Manchester) Ltd. is the 
me aS a year ago. 
Swiss-Italian Railway Traffic. 


yme radio, quoted by Reuters, reports 
e re-opening of railway traffic between 
rland and Italy from September 10. 


Control-Gear Designer Required. 

1 vineer-designer (preferably traction) 
uired by a large electrical manufac- 

I in the south of England Sound 
inical design experience is essential. 
ill partic ulars see Official Notices on 
24) 


327. 


Locomotive Foreman Required.—A 
tive foreman is required by the 
Railways Candidates must have 
1 full apprenticeship as fitter in a 

locomotive works and have had 
running shed experience. See Official 
s. on page 32 

Institute of Fuel Luncheon.—The 

titute of Fuel states that because of food 

the total number of persons 
provided for at the annual 

n on October 17 at the Connaught 

s is limited to 600, and that all tickets 

the members. 


for L.N.E.R. 
that a contract 
with John Brown & Co 
bank, for the construction of a 
gveared-turbine steamer for its 
vich-Hook of Holland service. The 
essel is to be slightly larger than the 
type, built by that firm for the 
1929-30, and will embody 
standards of accommodation. 
ing accommodation for over 400 
ngers in one- and two-berth cabins will 
including four cabin-de-luxe 
s each for two passengers with a 
e bathroom to each cabin. Space 
ivailable for the carriage of motor 
| perishable and general cargo. <A 
| of 22 knots will be provided by single 
tion geared-turbine machinery with 


“I 


in be 


iow been taken by 


The 
has 
Ltd., 
twin- 


Steamship 
R. announces 


placed 


ina 


oved 


vided 
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oil-fired water-tube boilers. It is expected 
that the keel will be laid early in October 


Pan-American Railway Jongress 
Postponed.—We learn by cable from our 
correspondent in Buenos Aires that the 


Fifth Pan-American Railway Congress, 
which was due to be held in Montevideo in 
November, has been postponed until April. 


Railway Restoration in Holland.— 
A Reuters message from The Hague 
states that Dutch progress in repairing 


war damage since last May includes the 


putting back into use of 1,500 miles of 
railway. 
1.P.R. Ogden Shops to Resume 


Peacetime Functions.—It was announced 
recently that re-conversion would take place 
shortly of the Canadian Pacific Railway 
Ogden shops at Calgary to their peacetime 
functions. They have been in use as a war 
plant, with a $25,000,000 output of naval 


ordnance and other war material since 
September, 1941. 
Egyptian Government and _ Sinai 


Railway.—The Egyptian Government has 
decided to purchase the portion of the 
Palestine railway which crosses the Egyp- 
tian province of Sinai, says Reuters Alexan- 
dria correspondent. The Sinai railway is 
owned by the British Government and 
operated by the Government of Palestine. 
It connects Palestine with the Egyptian 
rail system at Kantara, on the Suez Canal 


Expediting Australian Gauge Con- 
version.—The Australian Federal Cabinet 
has authorised Mr. E. ]. Ward, the Minister 
of Transport, to appoint a Director-General 
of Standardisation, a Director of Mechanical 


Engineering, and a Director of Civil En- 
gineering, together with necessary staffs 
The three new railway heads will be 
empowered to proceed with preparatory 


work in collaboration with State Railway 
Departments, to ensure the commencement 
of standardisation and new line construction 
at the earliest possible date ; to co-ordinate 
and reconcile State viewpoints on standards 
for locomotives, rolling | other 


stock, and 
equipment ; and to confer with State Rail- 


Chinese Railway Experts in the U.S.A. 


o STATE 


UNITE 


Ses -2- ie 


MEDICAL DEPARTMENT 
HOSPITAge UNIT C&R 
U.S..-*39460 


= t- 


Chinese railway officials on a visit to the United 
executives of the American 


methods grouped with 





States to study the American railway 


Car & Foundry Company, at 


St. Charles, Missouri 
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way Departments and the Department of 
Munitions to determine what work can be 
given to munitions and ordnance factories, 


South African Railway Earnings.— 
For the period August 12 to September 8, 
earnings of the South African Railways 
amounted to £4,000,008, compared with 
£3,504,197 in the corresponding period of 
1944. 


Possible Use of German Timber.— 
\'small mission of timber experts, headed 
by Mr. Gerald Lenanton, Director of the 
Home Timber Production Department of 
the Ministry of Supply, is proceeding to 
Germany to examine, in consultation with 
the British element of the Control Commis- 
sion, proposals for obtaining timber from 
the British zone for use in the United 
Kingdom 


New L.N.E.R. Hotel at Aberdeen.— 
The Plans & Town Planning Committee of 
Aberdeen Town Council recently approved 
plans submitted by the L.N.E.R. for the 
erection of a new Palace Hotel at Aberdeen. 
The hotel, which will replace the building 


destroyed by fire in 1941, will comprise 
six storeys above Union Street. It is 
estimated that the cost will be about 


£500,000. 


Naming of S.R. ‘*‘ Merchant Navy ”’ 
Class Locomotive.—At Southampton on 
September 22 Southern Railway “ Merchant 
Navy’ locomotive No. 21C19 was 
named Compagnie Générale Transatlantique 
by Monsieur P. de Malglaive, a Director 
of the C.G.T. The Earl of Radnor, 
Deputy-Chairman of the Southern Railway 
Company, also was present. The ceremony 
took place on the quay at which was berthed 


class 


the liner Ile de France, owned by the C.G.T., 
on which earlier the same day the Union 
Jack had been hauled down and the French 
flag hoisted, when the ship again had 
become officially French. 


Institution of Railway Signal Engi- 
neers.—Under the new Articles of Asso- 
ciation adopted at an extraordinary general 
meeting held on May 25, 1945, and reported 
in our June 1, 1945 issue, the Institution 
has now published the following rates of 
subscription and, when applicable, entrance 
fees which will apply on and from Janu- 
ary 1, 1946: 


Annual Entrance 
subscription fee 
s. d. £s. d. 
Members _ ee 110 0 
Associate Members ... ae io ¢ 100 
Associates ws 2.2.9 110 0 
Graduates... oad on Is 0 15 0 
Students : 10 0 None 


Existing members of the Institution, how- 


ever, are not liable to pay the altered rates 
of subscription while they remain in the 
srade of membership they held at the time 
of the adoption of the new articles unless 


and until they their willingness to 


do so 


signity 


Brown Bros. Amendment of Arti- 


cles. The directors of Brown Bros Ltd 
propose amendment of two of the com- 
pany’s articles of association. © Existing 
Article No. 64 makes the quorum for a 


general meeting ‘‘ members personally pre- 
sent and holding or representing by proxy 
not than one tenth of the issued 
ordinary shares.’’ It was framed in 1897, 
when practically all the ordinary shares 
were held by the directors. To-day there 
are over 1,800 ordinary shareholders, and 
the proposed amendment deletes the present 
quorum requirements. Secondly, the exist- 
ing Article No. 84 restricts the directors’ 
remuneration to the amount payable when 
the paid-up capital was £250,000. This 


less 
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capital now stands at £769,800, and the 
amended remuneration now proposed would 
be—it is stated—more in keeping with 
the directors’ present responsibilities. 


Institute of Transport.—The Council 
invites applications for an appointment 
as librarian who will also take part in the 
general administration of the Institute 
For full details of this appointment see 
Official Notices on page 327 

Soviet Aid for Polish Railways. 
Reuters reports that an agreement for the 
transfer of 2,000 locomotives from the 
Soviet Union to Poland has been signed in 
Moscow, as part of the general Soviet- 
Polish reparations pact, signed last month 

Staff Vacancies on British-Owned 
Railways in South America.—Experi- 
enced British. rolling stock inspector 
and young assistants in works depart- 
ment, diesel section and traffic department, 
are required by British-owned railways In 
South America For particulars of these 
appointments see Official Notices on page 
327 

L.N.E.R. Wagon Repairs.—Briggs 
Motor Bodies Limited, which has been en- 
gaged on war production in a Doncaster 
factory and has applied to the Board of Trad 
for permission to turn over to housing fit- 
ments, has been informed by the Board of 
Trade that the L.N.E.R., from which the 
factory was leased, must have it back for 
urgently needed wagon repairs. 

War Work of the British Thomson- 
Houston Co. Ltd. It is now possible to 
give details of the important part played 
in the national war effort by the British 
[Thomson-Houston Co. Ltd In the field 
of radiolocation development the company 
made a major contribution to the equip- 
ment that proved an important factor in 
many naval victories during the war. The 
company also developed, in conjunction 
with Air Commodore Whittle, the jet 
engine for aircraft Experimental work has 
been carried out also on gas turbines for 
ship propulsion. Another of the company’s 
products was the oscillator used for combat- 
ing the acoustic mine, and a further contri- 
bution to naval science was the electric 
torpedo. The company was also engaged 
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on development work in connection with the 
atomic bomb. The foregoing activities 
were additional to the construction of 
thousands of parts for bombers, aircraft 
magnetos, motors, generators, electrical 
equipment, tank components, mines and 
shells. 


German Railway Administration in 
British Zone.—Luxembourg radio, quoted 
by Reuters, stated on September 9 that a 
German central railway administration, the 
first organisation in the British zone of 
occupation to be handed over to German 
authority, has been set up at Bielefeld, 
near Herford. 

Iron and Steel Production.—tThe fol- 
lowing figures, issued by the Ministry of 
Supply, show pig-iron and steel-ingot pro- 
duction for August, 1945, compared with 
that for July, 1945, also production for the 
first half of the year. Production during 
\ugust was materially affected by holi- 
days 


Steel ingots and 


Pig-iron castings 


Annual 
Weekly rate 
average | (000s 


Annual 
Weekly rate 
average | (000s 


omitted) omitted) 

Tons Tons Tons Tons 

Ist half, 1945 133,900 6,963 231,000 | 12,043 
July ..., 134,800 | 7,010 312,800 | 11,118 
August 125,200 | 6,512 186,100 9,676 
Richard Thomas & Baldwins 


Limited.—In the course of his statement 
circulated with the report of Richard 
Thomas & Baldwins Limited, the Chairman, 
Mr. E. H. Lever, said that all the statements 
made and the hopes held out in the circular 
recommending the merger with Baldwins 
had already been completely justified by 
events. The Baldwins assets had contri- 
buted their full quota to the profits of the 
current year ; the merger had undoubtedly 
assisted in the solution of the problem of 
redundancy in the tinplate trade ; and the 
expectations that it would accelerate 
materially the general modernisation of 
plant, in particular the extension of the 
continuous strip mill process, had been 


Mr. D. C. Coleman Inspects the “ Canadian Pacific ” 





Mr. D. C. Coleman, Chairman & President of the Canadian Pacific Railway 


Company, visited Waterloo Station recently to inspect the * 
‘Canadian Pacific.” 


locomotive No. 21C5, * 


‘Merchant Navy”? class 
He is seen below the nameplate 
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abundantly fulfilled and a great deal of 
progress had been made. Plans were 
advanced already for the erection of a 
large continuous hot strip mill at Margam, 
near Port Talbot, under the egis of Guest 
Keen Baldwins Iron & Steel Co. Ltd., of 
which this company now held 40 per cent, 
of the equity; plans were advanced also 
for the formation-of a new company to 
erect and run two new modern cold reduc- 
tion plants, mainly for tinplates, in the 
Llanelly and Swansea areas. The ordinary 








British and Irish Railway 
Stocks and Shares 





Prices 
= oe ——— a 
Stocks =z | 3x a? 
|= al } 25, re 
| | 1945 
{ 
G.W.R. | | 
Cons. Ord. ... «| 623 55 | 524 + | 
5% Con. Pref. 1224 | 1143 | 107} |+ 1 
5%Red. Pref. (1950). 1105 104 103 — 
5%Rt. Charge coo} $300 128 123 — 
5% Cons. Guar. es| 134% | 125 122 _ 
4% Deb. “as we} 1183 1123 107 + ¢ 
44% Deb. ... ...| 11842 | 114 | 1094 i. 
44% Deb. ... -.-| 1244 | 119g | 113 2 
5%, Deb. ... «| 137 1294 | 126 
24% Deb. ... cool oe 73% 80; _ 
L.M.S.R. 
ee i 27 FY 
4% Pref. (1923) ...| 644 | 55 55 \+ It 
4% Pref. | 8i 724 | 74 34 
5% Red. Pref. (1955) 105% 102 1Olt 
4% a aa -| 1074 994 100 t 
4% Deb «| PETE 104 104 + 1 
5% Red. Deb. (1952) Hl 108 1064 
L.N.E.R. 
5% Pref. Ord. ot ee ee 6¢ |+ 3 
Def. Ord. ... mn 5% | 33 34 $ 
4% First Pref. -| 68§ | 554 53+ | 
, Second Pref. -| 35% 28+ 28 I} 
5 , Red. Pref. (1955) 101 | 97% 98 = 
, First Guar. eee} HONE 963 97 + | 
4 % Second Guar. ...| 954 884 904 |\+ + 
3% Deb. ... ...| 88 | 80 | 84 |+ 1 
4% Deb. -| 1105 | 1035 103 I 
5% Red. Deb. (1947) | 1053 | 101¢ | 10Ixd + 
44% —s Fund 
Red. Deb. -| 107 1044 104; — 
SOUTHERN 
Pref. Ord. ... «| 804 | TIE 69 + 24 
Def. Ord. ... oo] 265 23 234 It 
5% Pref. ene coo} 122 113% 106; |+ 
5% Red. Pref. (1964) | 1174 | 1124 1104 - 
5% Guar. Pref. «| 134 =| 1254 1204 - 2 
5% Red. Guar. Pref. } 
(1957)... ewe} PISS | UI2E | 108 
4% Deb. one | 118 110 =| 1064 + + 
5% Deb .| 1354 | 127 | 126 — 
4% Red. Deb. (1962- 
67) .. -| DUNE 1074 1054 |—! 
4% Red. Deb. ‘(1970- } | 
as w« «ap oe 1083 | 1054 |— | 
| 
FORTH BRIDGE | | 
4% Deb... | 107 | 103 | 104 - 
Guar. «| 1064 | 102 | 103 - 
T.B. 
ul sa eee] 125 119 | 1184 3 
sf, a -| 1334 128 =| 1295 - 
3% Guar, (1967-72) 994 | 98 99 sa 
5% *B” -| 1244 118% | 118} ~~ 
2 Cc” aie ovol Fae 644 | 62 - | 
MERSEY 
_ ies ai ae ys is 
3% Perp. Pref. a 66 69 — 
4% Perp. Deb. «--| 105 103 104 —- 
3% Perp. Deb. coe} ©8545 794 80 - 
IRELAND* 
BELFAST & C.D. 
Ord. ... eee ove 9 6 64 _ 
G. NORTHERN 
Ord. .. of Sas 19 33 + 3 
Pref. ... aia «| 49 37 48; i+ 1 
Guar. wen on 57% 73§ |- ¢ 
or eines (ae am ie | 89 - 
IRISH TRANSPORT | . 
Common eve co — | 79 a 
3% Deb. oe eo mal 1004 _ 











* Latest available quotation 
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None of the vacancies on this page relates to @ man 
betwee the ages of 18 and 50 inclusive unless he is 
excepied from the provisions of the Control of Engage- 
ment Irder, 1945, or the vacancy is for employment 








excepied from the provisions of that Order. 

SSISTANT STOREKEEPER required by British- 
A yned Railway in South America. Knowledge 
of Spanish an advantage.—Address by letter, “* P. 

c/o W. Vickers & Co., Ltd., 7-8, Gt. Winchester 
Street, E.C.2. 
y° NG ASSISTANTS in Works Department, Diesel 
Section and Traffic Department, required by 
Brit wned Railway in South America, knowledg € 
fs ish an advantage.—Address by letter ‘‘ DS,” 
clo W. Vickers & Co. Ltd., 7-8, Gt. Winchester 
Stre mS 


G' NTLEMAN having important and valuable con- 

ts with Rail and Road Transport Executives 
seek Directorship in progressive firm capable of 
ext ion. Personal touch has been maintained with 


pr pal officials throughout the war. Details of 
ex] nce will be sent, in confidence, to principals. 
Wr rransport, « Hewitt Woollacott & Chown, 
Solicitors, 113, Cannon Street, London, E.C.4. 


cH INSTITUTE OF TRANSPORT,.—The Council 
vites applications for an appointment as 
who will also take part in the general 





administration of the Institute. Commencing salary 
£450-£500 according to age and qualifications, There 
is pension scheme, Candidates should preferably 


1 25-35 years. A degree in economics or com- 
orporate membership of the Institute, or trans- 

po xperience, will be a recommendation. Applica- 
ti with full particulars, should be addressed to the 
undersigned so as to reach him not later than Novem- 
Crews, Secretary, The Institute of 


ber 30.—F. W. 
Transport, 15, Savoy Street, London, W.C.2 





THE RAILWAY 


OFFICIAL NOTICES 


RREQUIRE D for British-owned railway in South 
Americ thoyough experienced British Rolling 
Stock Inspector, kno wie dge of Spanish an advantage 
Address by letter, “‘ NA,” c/o J. W. Vickers & Co. 
Ltd., 7-8, Gt. Winehe ster Street, E.C.2. 





GAZETTE 


OUNG ASSISTANT MECHANICAL ENGINEER 
required by British-owned Railway in South 

America. Knowledg e of hs unish an advantage. 

Address by letter, “ H. M., o J. W. Vickers & Co., 


Ltd., 7-8, Gt. Winchester Street, 0.2. 


SUDAN RAIL- 
1 LOCOMOTIVI 


VERSEAS EMPLOYMENT. 
WAYS require the services of 


FOREMAN, age 30-35, preferably unmarried. Candi- 
dates must have served a full apprenticeship as Fitter 
in a Railway Locomotive Works and have had some 


Running Shed experience. 

Starting salary £E.360-432 per 
age, qualifications and experience. (£E. £1 Os. 6d 
Probationary contract for two years, after which, if 
accepted, will be confirmed in permanent pensionable 
service. Free passage on appointment. Strict medical 
examination. There is at present no Income Tax in 
the Sudan War Allowance or Separation 
Allowance is payable where eligible. 

Written applications (no interviews), stating 
applied for and giving the following essential details: 
(1) Full name; (2) date of birth; (3) whether married 
or single ; (4) National Service registration number and 
local office shown on Registration Card N.S.2; (5) 
medical grade, (6) if discharged from the 


annum, according to 


Special 





if known ; 


Forces, particulars of Service number, rank, unit and 
reasons for discharge; (7) qualifications and experi- 
ence; (8) name and address of present employers ; 
(9) details of present work should be sent to The 
Secretary, Overseas Manpower Committee (Ref. 4555), 

Ministry of Labour and National Service, York House, 
Kingsway, London, W.C.2. Applications cannot be 


acknowledged. 


post + 










































Control Gear Designer 


LARGE electrical manufacturer in the South of 
England requires the services of an Engineer- 
Designer (preferably traction) to prepare a new range 





»f designs of heavy direct current electric control gear, 
principally contactors and controllers. 

Sound mechanical design experience is essential. 

The selected applicant will have placed at his dis- 
posal full details of several present designs of similar 
gear and may be given an opportunity of study visits 
in the United States and on the Continent of Europe, 
to get a complete background of current practice before 
his new productions designs are finalised for produc- 
tion. Previous experience in the design of electrical 
control gear is desirable, but not so essential as the 
abilitv, from mechanical engineering knowledge and 
experience, to produce designs of apparatus of sound 
sineering and simple production involving mainly 
assembly processes. 

Consideration will be given to applications from 
engineers experienced in aircraft, automobile and com- 
mercial motor vehicle design. The applicants should 
preferably be competent draughtsmen and not unwill- 
ing to produce general arrangement drawings of 
equipment themselv 

Age preferably 28-40, of good general education, 
practical experience and technical education to Higher 
National or degree standard; ability to work on own 
initiative is important. Five-day week, contributory 
Superannuation Scheme, commencing salary £750 per 
annum, with excellent opportunities of advancement, 
but a higher initial salary would be paid if the ability 
of the selected candidate justified. 

Write, quoting D.1451XA, to Ministry of Labour and 
National Service, A.9, Technical and Scientific Register, 
Room 670, York House, Kingsway, London, W.C.2, 
for application form, which must be returned com- 
pleted by October 31, 1945 














capital would be subscribed by this 
company and certain other companies 
in the tinplate trade, notably the Briton 
Ferry Steel Co. Ltd and Lianelly Asso- 


ciated Tinplate Companies Limited, roughly 
proportionate to their present interests in 
old-type mills. In this new company 
Richard Thomas & Baldwins would have a 
controlling interest. 


Resumption of T.P.Os.—The Post- 
master-General has announced that travel- 
post offices between Euston and Aber- 
n, and between Paddington and Pen- 
zance, which were suspended during a large 
rt of the war period will be reinstated on 
tober 1 Lineside apparatus for the 
exchange of mail bags at speed was put out 
at the outbreak of war, but vehicles 
continued to run as travelling sorting offices 
until September 22, 1940 


of use 


De La Rue Insulation Limited and 


Metropolitan-Vickers Electrical Co. 
Ltd.—An arrangement has been made 
with Metropolitan-Vickers Electrical Co. 


Ltd., 
which the 


Trafford Park, Manchester, under 
section manufacturing laminated 


plastics, under the trade name of Traffolyte, 
has been taken over by De La Rue Insula- 
tion Limited, as from October 1, 1945. 
Pending the completion of a factory now 


manufacture of 
carried out 


under construction, the 
Traffolvte will continue to be 
at Trafford Park. 


North Western Fuel Luncheon Club. 
[The inaugural meeting of the North 


Western Fuel Luncheon Club will be held 
at the Engineers’ Club, Albert Square, 
Manchester, on October 3, at 12.30 p.m. 
The speakers will be Sir Frederick J. West, 
K.B.E., J.P., Chairman of West’s Gas 
Improvement Co. Ltd., and other com- 
panies, Mr. Miles K. Burrows, M.C. 


Managing Director of Manchester Collieries 
Limited, and Mr. Gordon Macdonald, J.P., 
North Western Regional Controller, Minis- 
try of Fuel & Power. 


The Institution of Electrical Engi- 
neers.—The opening meeting of the session 
1945-46 will be held in the Lecture Theatre 
of the Institution, Savoy Place, Victoria 





Embankment, W.C.2, 
4, 1945, at 5.30 p.m. 


on Thursday, October 
(tea . 5 p.m.), when 
the inaugural address will be delivered by 
Dr. P. Dunsheath, O.B.E., M.A. (President). 
Certificates for premiums awarded for the 
session 1944-45 will be presented at this 
meeting. 


Liverpool Factory for D. Napier & 
Sons and English Electric.—The Board 
of Trade announces that the Ministry of 
Aircraft Production factory at Walton, 
Liverpool, has been allocated jointly to 
D. Napier & Sons Ltd. and the English 
Electric Co. Ltd. for the production of 
aeroplane engines and electrical equipment. 


Production and storage area of the factory 
is 1,110,000'sq. ft. 

Disposal of Government Surplus 
Machine Tools.—To facilitate the clear- 


ance of large factories, and to make the 
best Government surplus machine tools at 
such factories quickly available for use on 
production elsewhere, the Machine Tool 
Control is arranging to sell these tools 
direct from site at selected factories and 
stores. Each factory will have a sales 
depot with a self-contained organisation 
to enable intending purchasers to inspect 
and purchase machines where they lie. 
Lists of approved merchants are available 
at each sales depot, as well as at the per- 
manent disposal centres, and the services 
of a merchant in the selection of machines 
may be used without extra cost, as the 
merchant’s commission is paid by the 
Government. Particulars of the machines 
on offer can be obtained at the sites, but 
will not be available at any other permanent 
yr temporary disposal centre. 


Scottish Machine Tool Corporation 
Limited.—At the 8th ordinary general 
meeting of Scottish Machine Tool Corpora- 
tion Limited, the statement by the Chair- 
man (Sir Harry Greer, D.L.) circulated with 
the report and accounts showed that the 
sudden readjustment from war to peace 
requirements had its repercussions in the 
machine-tool industry. Many orders were 
cancelled and in the case of certain other 
machines production had to be suspended, 


some of which were in an advanced state of 
production. This had an adverse effect on 
the continuity of production with a corre- 
sponding reduction in turnover and profits. 
Regarding relaxation of control, prices for 
orders taken after January 31, 1945, were 
not subject to control, but control had been 
retained on the supply of ‘“ nominated 
machines ’’ which composed a fairly large 
percentage of the corporation’s production. 
Since the close of the financial year on 
March 31 last, substantial orders had been 
received from home, continental and over- 
seas customers, and considerable progress 
was in hand for the consolidation and 
reorganisation of the works. 





Contracts and Tenders 


Below is a list of orders placed recently 


by the Egyptian State Railways : 

Ministry of Aircraft Production: Non- 
ferrous metal. 

Siemens Bros. & Co. Ltd.: Joint box com- 
pound, 

Brown Bayley’s Steel Works Limited: Stay- 
bolt steel. 

George Angus & Co. Ltd. : Hose. 


General Electric Co. Ltd. : Bell transformers 
and voltmeters. 
Falk Stadelmann & Co. 
Midland Electric 
Cut-out bases, etc. 
Siemens Electric Lamp & Supplies Limited : 
Ceiling roses, etc. 
Zz legraph ‘Conde nser Co. Ltd. : Condensers. 
. & C. Bishop & Co. Ltd. : Gauge 
Hi. W. Ward & Co, Ltd. : Bar chuck. 
Standard Telephones & Cables Limited: T. & 
T. material and springs. 


Léd.: 
Manufacturing Co. 


Bell push, etc. 
Ltd. : 


glasses. 


Nye & Menzies Limited: Nails. 

Carborundum Co, Ltd. : Grinding wheels. 

Frank Wigglesworth & Co. Ltd.: Rubber 
spares. 

Steel Peech & Tozer Brand of The United 
Steel Cos. Ltd.: Tyres. 

J. Stone & Co, Ltd. : Rivets. 

Ministry of Supply: Tin ingots. 

Beyer Peacock & Co. Ltd.: Connecting rods 


and coupling rods. 
Ruston & Hornsby Limited : Atomisers. 
Tilley Lamps Co. Ltd.: Vaporiser wire for 
Jamps and washers. 


Boulton & Paul Limited :. Wire netting. 





























































South & Central 


Canada 


Various 





t Receipts are calculated @ !s. 6d. to the rupee. 
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Railway Stock Market erence 53}, compared with 524, and both 
the preferred and deferred stocks improved 
Although there was only a moderate compensation. [his greater feeling of oe Pa prc ea — vere 
volume of business, stock markets were confidence as to compensAtion was par ys 9 seneaptekg $31 . & 7 on ome m- 
generally firm under the lead of British ticularly marked in the case of home rails, a ee a Png h ee ee ne 
Funds, and confidence was indicated by although the view prevails that national hi ag hig ry —_ preferred w sh 
absence of selling There was, however, a isation of transport, embracing as it would us age = oe ines Pe ees eis 3 
waiting attitude, pending the outcome of so many difierent interests and _ special “ae Sn wre 506 _ hp artier 
the important discussions in Washington problems, is unlikely to be brought for-  ‘ aan 4 r ” ly _ L greneten shea x at 1204 
and London Nevertheless, shortage of ward for possibly two years or more. On a) sil ar a. : rie at 106 als 
stock appeared to be more pronounced, and the other hand, the general yield factor in “oe re ig Poco Ri an ther 
leading industrials responded in price to home rails is now attracting increasing aaa é “pore mans tote recedes 
relatively small improvement in demand ittention, and the rally in prices has em = Bovis mee on / lid 
Yields generally are now on a very moder braced not only ordinary and junior pref- les ee ie sey wri acces heit 
ate basis, and during the transition period erence stocks, but also prior charges as eg pay ay Rang sat ae - prevented 
there can hardly be expected to be any ell, reference to which was made a week 2¢St prices trom Deing held. pipdebcn bans oe 
widespread upward trend in dividends igo There is growing confidence that ™ yee _— eye F aeni” dase ; gher 
In fact, earnings are likely to recede lividends at around current rates on the al a "y ee gro particulat th 
although in many instances this will be junior stocks will continue until the “ arg ; oir a : = —. Southern 
offset by reduced E.P.T. provision, and Government’s plans can replace the exist wo oe wn : = “¢ BES. > . * — 
consequently may have little influence on ing fixed rental agreement. Moreover nero gg rae ae St Pe — bev is 
net profits. Current yields on industria!s there is a feeling that, although there is Pern = "Seas Maal ee ae. Dayeee 
would be justified in the long run if higher little on which to assess views as to com- os PaLe , = a AT GS a an on te = d 
dividends are forthcoming, but in many pensation for stockholders in the event of peg sienna been 2 grt won Buer 
instances this would turn largely on the nationalisation, the basis of the latter ong tan x te remy sea ae i 
abolition of E.P.T. There is the possi- could hardly be below that of the existing ssc) Anse ; ee ae see thle 
solic »( ebentures frac lv better 
bility of a further reduction in interest fixed rental at 631. as I aoa “yp pees , 
rates, reference to which was recently made Better demand has raised Great Western bed. ee a aa = = ae eae 
by the Chancellor. If this were to come to 52}, compared with 51} a week ago; Ni sag 8 “ys oneal from . Me 18) 
about there would, of course, tend to be the 5 per cent. preference improved to 107 ( a wage _ cig gs by 
( ( c ordi ‘ stock 
general upward movement in prices, as the after an earlier decline to 106, the guaran aoa 103 ¢ mg sw 
yield structure of markets is governed by teed stock rallied from 119 to 1203, and the Gas Aare Ve ae 
that on British Funds 4 per cent. debentures firmed up from 1063 rT 
Demand for home rails vhich has to 107. L.M.S.R. was 27, compared with Bars LiGnut RatLway Co. Ltrp.—T} 
featured markets at the close of last week 253} a week ago, and the 1923 preference directors of the Barsi Light Railw ( 
and became more in evidence early thi so improved from 52? to 543, the senioz Ltd. have declared a second interim div id 
week, was attributed to more hopeful preference from 70 to 72}, and the 4 per on the ordinary stock in respect of th f 
views as to nationalisation '’ groups cent. debentures firmed up to 103} R vear to March 31, 1945, of 23 pei it 
after the confidence expressed by the _ flecting the upward trend, L.N.E.R. second actual, payable on October 30 N ne 
Governor of the Jank of England that preference also railied, and were 273, com dividend will be recommended at the 
stockholders in the bank will receive fair pared with 262 a week ago, the first pref general meeting to be held later 
Traffic Table and Stock Prices of Overseas and Foreign Railways 
Traite ter week 3 Aggregate traffics to date Prices 
> Shares | , 
Miles Week wl Totals i rr) ” es 4 
Railways open ended oo Inc.or dec. 0 Increase or Pee 2 gy eo ae $8 
compared : decrease BO of am | 6% 
this year with!943/4 $ 1944/5 1943 4 = s 3 : Zz 
= ee - =” cel = 
£ £ £ £ £ 
Antofagasta (Chili) & Bolivia 834 16.9.45 34,350 7,720 37 1,106,220 1,062,730 + 43,490 rd. Stk. 134 94 103 Nil 
Argentine North Eastern 753 15.9.45 18,112 356 611 209,793 192,044 + 17,750 e 63 44 8 Nil 
Bolivar “ 174 Aug , 1945 5,035 819 4 39,437 42,517 — 3,080 6p.c.Deb. 183 7} 8} Nil 
Brazil . Bonds 19% 15 234 Nil 
Buenos Ayres & Pacific 2,771 15.9.45 120,250 + 2,125 II 1,355,375 1,294,437 + 60,938 Ord. Stk. 7H 33 6 Nil 
Buenos Ayres Great Southern 5,080 15.9.45 206,812 + 31,875 Il 2,159,000 1,907,250 + 251,750 Ord. Stk. 143 92 114 Nil 
Buenos Ayres Western 1,924 15.9.45 74,750 + 438 Il 756,812 715,062 + 41,750 - 133 94 BP Nil 
Central Argentine 3,700 15.9.45 184,631 1,431 11 2,091,772 121,656 + 121,656 Pm 104 65 8 Nil 
Do. Dfd. 43 4 Nil 
Cent. Uruguay of M. Video’ 972 15.9.45 34,910 + 5,423 10 380,846 344,411 + 36,435 Ord. Stk. 5+ 4 63_—SsONNl 
Costa Rica... 262 July, 1945 31,093 + 2,771 4 _ Stk. 17} 144 15 Nil 
Dorada 70 Aug., 1945 29,000 875 34 243,335 207,565 + 35,770 | Mt.Deb. 101 101 1014 £5 18/3 
Entre Rios 808 15.9.45 25,413 + 575 Il 280,906 261,050 + 28,856 Ord. Stk. 6} + 7 Nil 
Great Western of Brazil 1,030 15.9.45 25,500 + 6,800 37 898,700 786,600 + 112,100 Ord. Sh. | 38/- | 23/3 25 Nil 
International of Cl. Amer. 794 A:r., 1945 $719,411 + $190,507 34 $6,251,918 + $5,306,660 + $945,258 
Interoceanic of Mexico Ist Pref. 13 + ! Nil 
La Guaira & Caracas... 22 , 1945 6,213 3,142 34 49,503 64,295  — 14,792 Sp.c.Deb. 88 79 764 7/65d 
Leopoldina ane 1,918 15.9.45 57,899 1,698 37 1,888,344 1,704,671 + 183,673 Ord. Stk. 4 44 4 Nil 
Mexican 483 14.9.45 ps 511,700 ps.143,700 37 ps. 6,732,500 ps. 5,245,100 + ps. 1,487,400 Ord. Stk. 2 é 12 «Nil 
Midland Uruguay 319 Aug., 1945 17,124 511 9 36,854 35,063 | + 1,791 
Nitrate f . 382 15.9.45 9,904 3,717 36 132,226 132,243 17 Ord. Sh. 75/10 | 65/10 73 £311 
North Western o Uruguay 113 June, 1945 4,575 2,189 52 66,965 91,572 | — 24,607 - 
Paraguay Centra! 274 14.9.45 54,070 — @2,45t II 689,984 629,458 + 60,526 Pr. Li.Stk., 794 68 774 «7 14/1 
Peruvian Corpor tion 1,059 Aug., 1945 148,453 + 21,368 8 283,203 245,725 + 37,478 Pref. 9 10 94 Nil 
Salvador = 100 July, 1945 ©95,000 + ¢ 7,000 4 — - - 
San Paulo 1534 - Ord. Stk. 5723 46 Sé4 £544 
Taltal ... 156 Aug., 1945 2,415 1,308 8 5,535 4,200 1,335 Ord.Sh. 21/3 | 13/9 139 Nil 
United of Havana a 16.9.45 46,411 6,673 Il 482,652 533,643 — 50,991 Ord. Stk. 4 24 I+ Nil 
Uruguay Northern ... wie 73 Aic., 1945 1,438 35 9 3,370 2,890 480 
J Canadian National 23,569 July, 1945 1,816,800 68,400 30 9,696,400 8,196,600 248,600 - 
\ Canadian Pacific 17,028 21.9.45 1,234,800 28,000 37 45,764,200 45,841,600 77,400 Ord. Stk. 172 1342 204 24 
/Barsi Lightt 202 J. ly, 1945 32,535 7,657 17 107,130 100,365 6,765 Ord. Stk. 1294 974 1294 £396 
eira ... 204 July, 1945 77,345 12,669 44 770 ,752 814,071 — 43,319 - 
Egyptian Delta 607 20.8.45 13,914 2,739 20 226,944 259,759 32,815 Prf. Sg 7H 54 6; —ONNil 
Manila B. Deb. 634 58 69 Nil 
Midland ofW. Ausytralia 277 July, fe 13,766 — 5,412 4 13,766 Si | 5,412 Inc. Deb. 1015 995 955 £43 
Nigeria . 1,900 26.5.4 277,630 + 23,531 8 1,823,785 1,739,068 + 84,717 - -_ 
Rhodesia «| 2,445 July, isa 535,741 5,088 44 5,046,558 5,371,808 325,250 
South African . 13,301 25.8.45 992,315 + 417,975 21 20,608,544 18,089,246 + 2,519,298 
Victoria 4,774 April, 1945 1,285,324 + 96,325 oe — 
Note. Yields are based on the approximate current price and are within a fraction of +;. Argentine traffics are given in sterling calculated @ 16 pesos to the £. 
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